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_ Cruising Taxicabs an Uneconomical Factor 
____ in City Street Transportation 
ASUAL observers looking over the streets of New 
York or Chicago will doubtless be impressed first’ 
d of all with the great number of empty taxicabs whirling 
about in all directions. The multi-colored vehicles dash 
in and out, serving no one and only creating confusion. 
Much of this movement is “dead mileage,” but it adds 
none the less to street congestion. Another feature 
_ of the cruising problem is the practice of taxicab com- 
_ panies in some of the larger cities of designating a 
certain number of their cabs to work in and out of 
_ traffic in the vicinity of hotels which have given the 
contract for this business to a rival organization. 
A recent traffic survey in a Southern city brought to 
light some other interesting facts concerning the part 
_ played by the taxicab in modern urban transportation. 
One outstanding statement was that the cost per mile 
to the cab passenger was 32 cents, while to the street 
ear rider it was 2 cents. Also, each cab carried 1.4 
_ passengers per trip, while the average load for the cars 
_ was 35. While the conclusion of the commentator was 
_ that the cost figure quoted above was evidence of the 
willingness of the public to pay for special service, 
another thing must be apparent to the student of traffic 
congestion problems, namely, that the taxicab is adding 
eedlessly to the difficulty: Data obtained in Chicago 
ne time ago showed that each cab in that city 
veled an average .of 4 miles for each . passenger, 
eas the street cars transported nearly seven pas- 
gers per mile. This is a traffic ratio of 28 to 1. 
course the difference in ground area for each type 
0 vehicle should be given consideration in any com- 
parison of congestion. 
Various recommendations have been made from time 
to time by organizations trying to‘minimize traffic jams. 
ne likely solution would be regulation tending to keep 
off crowded streets when not going to or from “an 
” If such cruising for business could be 
tricted, as it has been in some foreign cities, the 
e tangle would not be nearly so serious. 


lobile Trainmen’s Union 
Sets Example to Organized Labor 


IGNIFICANT of a change in the attitude of em- 
| ployees of street railways is the recent action of the 
en at Mobile, Ala. The union in that city made 
ial plea to the public in newspaper advertise- 
that automobile drivers desist from the prac- 


ment of the railway. It was pointed out that 
tice not only reduces the income of the rail- 
in turn leads to a reduction of car service, 


itude of these men is encouraging. It indi- 


t they are awake to the situation and realize 


that the welfare of their employer is closely bound 
up with their own. Preventing losses of riders is 
but the first step. Salesmanship, whereby the men will 
go.out and assist the railway in obtaining more riders, 
is one even more important. Still another is to show 
the public that onerous and unusual burdens imposed 
on the railway will work to the disadvantage of the 
public. 

It is to be hoped that the example set by these 
Mobile.trainmen will be emulated in many other cities. 


Irreparable Harm May Result 
Unless Differences Are Composed 


STABLISHED transportation agencies lately have 
commenced to fight among themselves over the ques- 
tion of bus operation along certain routes. In one 
instance two electric railways, a steam railroad, and 
several independent bus operators are involved in such 
a controversy. This is not an isolated case, but one 
of a number that have developed during recent months. 
Losses in a fight of this kind are sure to be greater 
than the gains. Even the ultimate victor probably will 
find that the game was not worth the candle. Similar 
fights occurred in the early days of the electric rail- 
Ways when various competing companies were strug- 
gling for franchise rights for new lines. By bitter 
experience, the industry learned that co-operation is 
more profitable than contention. It is a pity that 
experience so dearly bought should now be disregarded. 
All transportation men agree in theory that the es- 
tablished agencies would do better to pull together than 
to fight among themselves. In practice, however, they 
seem inclined to make exceptions of particular cases. 
To do so is undoubtedly a grave mistake. For the sake 
of gaining a temporary advantage, they are willing to 
do an irreparable injury to the entire electric railway 
industry. 

Where one railway is attempting to secure permission 
to operate buses and another railway is contesting the 
case on the grounds that its traffic will be harmed 
thereby, it is impossible to judge the merits of the 
case from a distance. In general, it is a fair rule that 
each railway should stay within its own natural field. 
But the merits of the particular case do not greatly 
matter. The danger lies in the fighting. Inevitably 
things are said and done in the heat of argument that 
would not be said or done in a calmer moment. Later, 
they will surely return to plague not only the company 
from which they originated, but many other companies 
besides. 

The present sound position of the industry is in large 
part the result of co-operation among the various dif- 
ferent companies. By this means the public has been 
brought to see the necessity for adequate fares, the 
reasonableness of one-man operation and suitable bus 
regulation. Probably none of these things could have 
been accomplished had each company gone its own gait 
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independently. Because a new issue now has arisen, 
the fundamental need for co-operation has not been 
altered. These contending companies should compose 
their differences and work together. ‘The temporary 
sacrifice involved will be more than made up for in the 
long run. 

Quality in Transportation 

Increases the Cost 


EWS from London published in the daily papers 

a few days ago indicates considerable dissatisfac- 
tion with the action of the Ministry of Transport in 
abolishing straphanging in tram cars and buses. Even 
though the prohibition did not apply during the official 
rush hours, many thousands of workers travel outside 
these time limits. These are the riders who have been 
affected adversely. Apparently no attempt has been 
made to provide additional facilities so that seats can 
be given without the necessity for many passengers to 
wait for accommodations. 

The policy of a seat for every passenger, while it is 
an ideal worth working toward, is impracticable with 
present construction and operating costs and existing 
ideas as to fares. Where it is furnished, as in the case 
of certain bus lines, it should be understood distinctly 
that it is a quality service that must be paid for at 
a higher rate than where standees are permitted. 
When persons desiring to compete with existing trans- 
portation companies make extravagant claims that they 
ean operate without carrying standees and do it at a 
lower cost it is practically proof that the statement is 
incorrect or that the analysis on which it is based has 
not been properly worked out. 


15,000 Employee Owners 
in Brooklyn and Chicago 


URING the past few weeks two large city companies 

have issued the last certificates of preferred stock 
subscribed for by their employees on the partial-payment 
plan. These companies are the Brooklyn-Manhattan 
Transit Corporation and the Chicago Rapid Transit 
Company: Both campaigns were notably successful. 
The offerings differed somewhat in that in Chicago the 
stock was a new issue, later placed before the public 
for subscription direct, while the Brooklyn stock was 
repurchased by the company in the open market for 
subscription by the employees only. The Brooklyn rec- 
ords show that 10,000 employees will hold 15,000 shares 
of stock bought under terms netting them 10 per cent 
on their investment in a company that earned $5,087,925 
net for the year ended June 30, 1925, compared with 
$4,022,065 the previous year. In Chicago the return to 
the employees is nearly as favorable. There 13,999 
shares were subscribed for by 5,136 employees at a price 
slightly better than that at which it was offered to the 
public, to which the return was 7.8 per cent. 

The relative sizes of the companies account for the 
difference in the number of employees subscribing and 
in the amount of the subscriptions. Comparisons are 
not in order. The important thing is that these em- 
‘ployees cannot but have a keener sense of their obliga- 
tions to the companies which they serve and to the 
general public because of their monetary interest in the 
companies. They are, if you will, capitalists at first 
hand. For many of these men and women the purchase 
of stock in their own companies was probably their first 
direct investment venture, other than their Liberty bond 
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purchases. It is to be hoped that this is only the 
beginning for them. Investment is a habit rich in 
ultimate reward when properly directed. Peculiar cir- 
cumstances in both of these cases made the return 
unusually liberal. . The employees can hardly expect 
to place their other funds elsewhere at similarly advan- 
tageous rates with anything like the same degree of 
safety. That is where they need to be on their guard. 
Investment advice often is liberally given, but it 
should be cautiously heeded. The officers of both com- 
panies, through their banking connections, are in a 
position to refer their men and women to consultants 
competent to lay down a conservative program of in- 
vestment for the future. That is the channel to which 
should turn the men and women to whom saving has 
become the road that leads to happiness and independ- 
ence. Many men are poor on $10,000 a year. Others 
pile up.a competence on one-quarter that amount. No 
matter what the earnings of the individual may be, 
the greatest lesson of all is to learn to live within one’s 
income. Smug individuals turn up their noses at homely 
advice like this. It was never intended for them. 


‘It is intended for the men and women determined to 


get ahead in the world within the limitation which 
nature or circumstance has imposed upon them. There 
is no such thing as easy money. The old adage remains 
as true today as it was the day it was written: “What 
is got over the devil’s back usually goes under his 
belly.” 


Modernization Restores Prosperity to 
Another Unprofitable Railway 


AST YEAR at this time probably nine people out of 
ten would have been willing to wager that the 
Interstate Consolidated Street Railway, Attleboro, 
Mass., was doomed to an early demise. The company 
was in the hands of a receiver. Operating expenses 
were far in excess of revenue. Bus competition was 
flourishing. 

But the people of Attleboro took stock of this sitta- 
tion and decided that they wanted the railway service 
to continue. The attitude of the business interests 
and the municipal authorities was so encouraging that 
when the property was put up for sale at public auction 
it was bought by Hemphill & Wells. 
the company has been reorganized and re-equipped. It 
is now operating on a more extensive scale than ever 
before and earning a fair profit on the investment. 
The detailed story of how this has been accomplished 
is told elsewhere in this issue. 

Not the waving of a magic wand but the energetic 
application of sound business principles has brought 
about this transformation. Light-weight cars have re- 
duced energy costs. One-man operation has made it 
possible to decrease the number of trainmen. A more 
favorable wage agreement has been made with the em- 
ployees. New cars stimulated riding. Bus service to 


Since that time ~ 


supplement the rail service now provides afiditionstl™ 


transportation facilities. 

What has been done to rehabilitate this property 
could be done to advantage in many other places. The 
electric railway industry cannot stand still. Running 
the same old cars in the same old way is not enough. 
Where such a policy is followed, it will be found almost 
invariably that the company is falling behind—in rev- 
enue and in public esteem. On the other hand, where 
present-day methods have been followed to solve present- 
day problems renewed prosperity usually has resulted. 
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New Haven Electrifies Danbury Branch 


Substitution of Electric for Steam Power on This 25-Mile Line Practically Completes the Conversion of 
the New York Division—Changeover Was Made to. Reduce Operating Costs by Unification 
of System—Interesting Construction Methods Employed 


By H.F. Brown 


Assistant Electrical Engineer New York, New Haven & Hartford Railroad 
New Haven, 


Typical Concrete Foundation, Showing Channel Anchors in Place. 


, 


Conn. 


In the Inset Is Shown the Type of Channel 


Anchors that Were Cast Into the Concrete Bases 


N JULY 5, 1925, the New York, New Haven & 

Hartford Railroad inaugurated electric operation 

on the so-called Danbury Branch, which extends 
northerly from South Norwalk, on the main line be- 
tween New York and New Haven, to Danbury. This 
part of the New Haven system, shown on the map on 
page 314, is a single-track line approximately 25 miles 
in length. It was originally the Danbury & Norwalk 
Railroad, and with a small branch track extending from 
Branchville to Ridgefield has for years been operated as 
a part of the New York Division. 
It has always been a popular passenger route for 
travel between New York and the Berkshires, and now 
that it is electrified the traveler is carried by the same 
quiet, smokeless electric locomotive from New York City, 


4 first along the picturesque shores of Long Island Sound; 


b 
4 
‘ 
» 
4 


then turning northward, winding through one of south- 
ern New England’s typical scenic valleys right up 
among the foothills of the Berkshires, into Danbury. 
In addition to the increased attractiveness of the service 


_ for the through travel, a territory with unlimited pos- 


sibilities for suburban development is now provided 
with a modern transportation facility capable of sup- 


_ plying the most exacting service which such traffic 
4 demands. — 


Ever since electric operation between New York and 
Stamford was established in 1907, the through trains 
between New York, Danbury and Pittsfield have 
changed locomotives at Stamford, so that since 1907 
there has been no need for extensive steam locomotive 
facilities at South Norwalk until the past year, When, 
with the acquisition of additional electric locomotives, 
Stamford was discontinued as a point for changing from 
electric to steam motive power, and trains which for- 
merly changed power at that point continued to Norwalk 
or to Bridgeport with the electric equipment, changing 
at these two points for steam operation over branch 
lines beyond. This required the establishment of facili- 
ties for coaling, watering, turning and maintaining a 
number of steam locomotives at South Norwalk, even 
though an excellent steam locomotive terminal already 
exists at Danbury, which is a division headquarters. 
It also necessitated a number of light moves of electric 
equipment between South Norwalk and Stamford, at 
which latter point facilities exist for electric locomotive 
inspection and a certain amount of light maintenance. 

The steam locomotive service during the past year 
has, therefore, been a shuttle service between South 
Norwalk and Danbury, which on account of the short 
distance involved (25 miles) has been quite unsatis- 


Typical Views of Line Construction and Substations on the Danbury Branch of the New Haven 


1. Cross-span construction was used on 
double-track tangents. 

2. Two-track bracket construction pre- 
vents obstruction of the right-of-way at the 
inspection pit and pantograph platform at 
the Danbury terminal. 

3. Standard bracket construction is used 
on tangent track, with 10-in. H-section 
poles. 


4, On curves up to 4 deg. the construc- 
tion resembles that on tangents, with the 
addition of back guys. 

5. Tower car used to erect bracket arms. 

6. The ten-car all-steel New _ York-Pitts- 
field express is shown on the 1.3 per cent 
grade at Topstone. 

7. Poles were erected with the aid of a 
Brownhoist. + 


8. Tangent-chord construction was used 
on the 17-deg. 30-min. curve at Danbury. 
A local multiple-unit train is seen at the 
station. 

9. High-speed breakers, balancing trans- 
former and reactance coil house at South 
Norwalk. The control house for high-speed 
ters is below the circuit-breaker plat- 
orm. 
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factory on account of the duplication of locomotives 
and crews. The steam locomotive facilities installed 
were a minimum and consisted of a second-hand turn- 
table, together with provision for coal loading by means 
of a Brownhoist, ? 

To obviate the expenditure of a fairly large sum for 
permanent steam locomotive facilities, such as engine 
house with attendant equipment for maintenance, as 
well as to eliminate the unsatisfactory shuttle service, 
it was decided to electrify this branch and to operate 
it as part of the existing 11,000-volt, single-phase a.c. 
electric zone between New Haven and New York. This 
work was authorized late in August, 1924. The Ridge- 
field branch was not included in this electrification 


Curves of Larger than 4 Deg. Are Braced with Pull-Off 
Poles Installed Where Needed 


project, and steam operation will be continued for a 
while on this short line. 

Traffic on the Danbury line i$ at present not very 
dense, and owing to its being all single track, it was 
not necessary to figure more than three trains moving 
at the same time in determining the transmission line 
requirements. However, on account of the proximity of 
communication lines along the paralleling highways 
which occupy the somewhat narrow valley traversed, 
it became necessary to study very carefully the trans- 
mission characteristics from the standpoint of reducing 
to a minimum the inductive interference. For this rea- 
» son it was decided to make this installation an extension 
_ of the present three-wire balanced system employed on 
the main line between New Haven and New York. To 
this end balancing auto-transformers were installed at 
South Norwalk, Branchville and Danbury, representing 
approximately each end and the middle point of this 
installation. A No. 0000 feeder was also installed be- 
tween South Norwalk and Danbury, which with the 
trolley wire form the two outside legs of the three-wire 
system, the rail being the neutral or middle conductor. 
The transmission voltage between the trolley and the 
feeder is 22,000 volts, as on the main line, and the 
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contact line voltage to rail, as well as the feeder voltage 
to rail, is 11,000 volts. The connections are shown in 
the wiring diagram. : : 
The total route mileage involved, not including ap- 
proximately 14 miles at the southern end, electrified in 
1912, is 22.7, which together with the passing sidings 
and spurs made a total of 28.2 track-miles to be elec- 
trified. Of this mileage 43 per cent is on curves, which 
vary from 0 deg. 45 min. to 9 deg. 20 min., with a very 
sharp curve of 17 deg. 30 min. at the Danbury station. 
The average curve is between 3 deg. and 4 deg. The 
profile of the branch shows a steady rise from Norwalk 
to Topstone, approximately 16 miles north, which 
includes grades up to 1.3 per cent. This has necessitated 


Cross Beam Supports Were Employed on 
Double-Track Curves 


some reduction in the rating of the electric equipment 
from that allowed on the main line so as to prevent 
over-heating. 


STANDARD CATENARY CONSTRUCTION ADOPTED 


The construction involved the installation of an over- 
head catenary contact system similar to that used on 
other parts of the New Haven electrified system. For 
poles supporting the overhead Bethlehem H beams were 
selected, varying in section from 6 to 12 in., and in 
lengths from 25 ft. to 40 ft., spaced normally 11 ft. 
from the track center-line, 250 ft. apart on tangents, 
with an average spacing of 200 ft. on curves, using the 
so-called inclined catenary on all but the sharpest curves. 

Construction was begun early in October after com- 
pletion of the preliminary plans and receipt of the’ 
foundation materials. It was continued vigorously from 
that time right through the’winter months. The foun- 


‘dations were of reinforced concrete, averaging about 


3 cu.yd. each, and were practically all in place by the 
middle of December. This part of the work was done 
by means of a 4 yd. concrete mixer operated by a small 
gasoline engine mounted on a flat car, accompanied by’ 
other cars containing stone, sand, cement and water. 


312 


Channel iron anchors were cast in the concrete founda- 
tions, spaced a proper distance back to back, between 
which the H-beam poles were set at a later date. The 
anchors before and after installation are shown in 
accompanying illustrations. No forms were used below 
the ground line, the excavation being made to the 
proper dimensions. On this account, very little back- 
filling was required. 

The poles, as stated above, are Bethlehem H-sections. 
On tangent construction the section used is 10 in., 49.5 
Ib. per foot. No back guys are used on tangents. 
On curves an 8-in., 39.5-lb. section is used, with back 
guys to withstand the curve pull. At certain locations 
on curves» where the right-of-way did not permit the 
installation of back guys the 12-in., 65.5-lb. section 
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4-in. x 3-in. x 2-in. angles spaced § in. apart back to 
back, 12 ft. long on tangent and 9 ft. 6 in. long on 
curves. They are bolted to a seat angle which is 
attached by malleable iron clamps to the flange of the 
pole at a predetermined height, which varies as the 
distance between poles. These were installed from the 
top of a tower car attached to the construction train 
equipment after the poles were erected. The outer end 
of the bracket is supported by a #-in. galvanized sag 
rod attached to the flange of the pole just below the 
crossarm. The cast-iron cap was designed not only to 
improve the appearance of the pole top, but also is 
combined with a clamp for the attachment of a #-in. 
steel ground wire which runs the entire distance be- 
tween South Norwalk and Danbury. Each pole is at- 


ars tached to its foundation anchorage with a sufficient 
xs g& number of 1-in. bolts to develop the full strength of the 
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was installed. All of the above poles were between 
34 ft. and 40 ft. in length, varying in 2-ft. steps to 
accommodate the profile of. the catenary, the longer poles 
being used on the longer spans, the standard length 
being 38 ft. A 6l1-in., 20-lb. H-beam 25 ft. long was 
used as an intermediate pull-off pole where required. 
No fabrication was done on the poles other than drilling 
each with a standard arrangement of holes for the at- 
tachment of pole cap, feeder crossarm, guys and anchor 
channels. The poles. were erected by the use of a 
Brownhoist. Before installation the cast-iron cap and 
the feeder crossarm, with the insulator, were attached 
by the erecting crew. Practically all the poles were 
installed by the end of February. The feeder crossarms 
are 4-in. x 33-in. x g-in. angles, with space for four 
conductors, antipicating the possible installation of a 
single-phase signal transmission line and providing 
space for an additional feeder when traffic conditions 
require. - 

The catenary is suspended from bracket arms on all 
single-track work. These brackets consist of two 


as a two-track bracket supported by a pole having a 
12-in. section. 


INSTALLING THE WIRES 


Feeder and ground wires were strung out simulta- 
neously from reels mounted on a flat car attached to 
the construction train, after which they were sagged to 
the proper amount and secured to the insulator or pole 
cap. After their installation, which was completed 
about the middle of March, the work of stringing the 
catenary messenger was done in a manner similar to 
the installation of the ground wire and feeder. It was 
immediately followed by the stringing out of the aux- 
iliary trolley and contact wires. These were attached 
to the messenger by the wires of approximately the 
hanger-rod length at four or five points in each span 
and then pulled up through dynamometers to tensions 
which were obtained from direct reading thermometers 
which had been recalibrated to read “pounds tension” 
instead of “degrees F.”” The messenger was then sagged 
by the sag-stick and sighting method to the proper 
amount previously determined for each span and located 
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to the proper offset (also previously calculated) on 
curves, after which the catenary was ready for “clip- 
ping in,” as the installation of the hanger rods is called. 
Since the pole spacing had all been carefully determined 
with a view to keeping the hangers standard, and since 
the hangers were designed to fit tangent, 1-deg., 2-deg., 
3-deg. and 4-deg. curves, the clipping-in process was 
considerably simplified. The hangers were ordered and 
received in half-span sets, tagged as to their half-span 
length and alignment. In the clipping process suffi- 
cient tower cars were assembled in the construction 
train to equal the longest span, i.e., 250 ft. The middle 
car was spotted under each bracket or cross-span. A 
chain marked in 10-ft. lengths was extended on each 
side of the bracket and the wire marked with chalk. 
The rods in each bundle were distributed to workmen 
stationed every 10 ft., the longest rod in each. span 
being installed 5 ft. from the bracket, the shorter rods 
every 10 ft. thereafter down to the shortest rod at the 
mid-point, or “low points.” Any discrepancies in the 
hanger spacing or number were adjusted at the low 
point, where slight differences in spacing or rod length 
were not noticeable. Except in extreme cases of span 
length combined with curvature very little additional 
trimming of hanger rods was required. On curves 
sharper than 4 deg., 3-deg. rods were used, and the 
trolley and contact wires were pulled off toward the 
pole as shown in one of the illustrations. The clipping 
in was completed about the-end of May. 

At the Danbury station the tracks are on a 17-deg., 
30-min. curve or loop. Tangent-chord construction was 
used at this point, with self-supporting pull-off poles 
spaced 65 ft: apart. ; 

The catenary has the following characteristics: 

Messenger: -%-in., seven-wire, extra-high-strength gal- 
vanized steel strand; normal tension 3,900 lb. at 60 deg. F. 


This is equivalent to a sag of 4 ft. 53 in. in 250-ft. span at 
normal load. 


HOSE aE 
RY — 


Auto-Transformer, Step-Up Transformer and Sectionalizing 
Equipment at Branchville 


Auxiliary: No. 0000 solid-grdoved, hard-drawn copper 
wire, supported from the messenger at 10-ft. intervals; 
normal tension 1,600 lb. at 60 deg. F. 

Contact: No. 0000 grooved Phono-electric wire, 45 per 
cent conductivity, supported from auxiliary wire at 10-ft. 
intervals; normal tension 1,815 lb. at 60 deg. F. 

Hanger Rods: %-in. round galvanized mild steel, threaded 
at each end; vertical on tangents, inclined on curves. 

Messenger Hooks: Hot galvanized malleable iron castings. 

Auxiliary Clips: Hot galvanized malleable iron castings, 
with 4-in. galvanized steel carriage bolt. 

Intermediate Clips: ;-in. pressed Phono-electric metal 
with 4-in. galvanized steel carriage bolt. 


On sidings the messenger is %-in. extra-high-strength 
seven-wire steel strand, galvanized, having normal ten- 
sion of 1,475 lb. at 60 deg. F. The sags are the same 
on main track catenary. The contact wire is No. 00 
Phono-electric, installed with tension of 1,175 lb. at 
60 deg. F. It is supported from the messenger at 10-ft. 


A Special Contact Construction Was Used in the Norwalk Tunnel, 
with the Contact Wire Only 6 In, Below the Roof 


Approach to the Norwalk Tunnel, Showing the Special Contact 
Construction and the Sectionalized Insulated *Sessenger 
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intervals by %-in. galvanized steél hanger rods. No 
auxiliary wire is used on the sidings. 

The insulators supporting the catenary are Locke No. 
8401 with ball and socket hardware, three units in 
series being used at each point of Ee Pin 
insulators for feeders and for steady bracing on tangent 
are Ohio Brass No. 11622. For dead ends and for 
line anchors where heavy strains were encountered 
Westinghouse No. 633 insulators were used, three units 
in series. Line anchors are installed approximately 
every ten poles, or every 4 mile. The contact wire is 
normally carried at a height of 22 ft. above the top 
of rail, except at overhead highway bridges, where it 
is lowered to approximately 16 ft. 

On account of the power distribution scheme used, 
it was not necessary to provide very heavy bonds for the 
rail return circuit. For this reason No. 00 bonds were 
used on the main track on both rails. On passing sid- 


LEGEND 
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The Danbury Branch, Recently Electrified, Adds 28.2 Track-Miles 
to the Electric System of. the New Haven - 


ings and spurs one rail only of each track was boutied 
with No. 0. bonds. 
cealed type with expanded pin terminals. In addition 
to the ground wire extending between poles, every fifth 
pole is normally bonded to the nearest track rail with a 
No. 0000 copper strand, except in sections where track 


circuits for crossing signals are installed. These sec-’ 


tions are isolated by means of insulated joints in the 
rail, around which the traction current is conducted 
through standard impedance bonds. 


METHODS USED FOR REDUCING INDUCTIVE INTERFERENCE 


One of the special features of this installation is in 
connection with the reduction of inductive interference 
by means of high-speed or. quick-acting a.c. circuit 
breakers in the trolley and feeder circuits at South 
Norwalk.. These high-speed circuit breakers operate 
on overloads or short circuits to disconnect this branch 
line from the main line circuits within one cycle (1/25th 
of a second) of the occurrence of the disturbance. 
These breakers are closed by electric motors against 
a powerful spring. Overload tripping is caused by cur- 
rent transformers actuating a relay which closes a d.c. 
circuit through the trip coils,. which are of low induc- 
tance and absorb approximately 125 kw. per breaker 
at the instant of tripping. The direct current. is fur- 
nished from the local lighting supply, with an emer- 
gency connection to the local trolley supply, which goes 
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in automatically in the event of failure of the lighting 
supply. The breakers are provided with a.c. blowout 
coils at the contacts, to accelerate the extinguishing of 
the arc. There are three of these breakers, which are 
rated at 800 amp., 16,000 volts, one being a spare. 
The automatic contactors and control panels are 
mounted in a small reinforced concrete house directly 
below the circuit breaker platform. Three-ohm air core 
reactance coils are also inserted in the trolley and the 
feeder circuits at South Norwalk as a further means of 
damping the rush of current under abnormal conditions. 

Another feature is the installation at Branchville of 
a voltage-raising booster transformer, which is an auto- 
transformer of 300-kva. rating, having end windings. 
capable of carrying full load line current. Connections 
are shown in the diagram. The voltage may be in- 
creased from 2 per cent to 10 per cent by the use 
of proper taps. To prevent short circuiting the end 
winding in the event of a car or locomotive having two 
pantographs up across the section break a dead section 
200 ft. long is inserted in the contact line between the 
north and south sections at. Branchville, under which 
trains must coast. 


SPECIAL CONSTRUCTION USED IN TUNNEL * 


Some difficulty was encountered at Norwalk, where 
the railroad passes under the main street and: -abutting 
buildings through a covered tunnel about 400 ft. long, 
having a vertical clearance of but 16 ft. above the top 
of rail. The roof is a reinforced concrete, slab sett, 
in thickness, imbedded in which are the street railway 
rails. This could not be raised or undercut. Under- 
neath the street below the railroad track is a sewer, 
which had at some time previous been changed in 
section from an oval shape to a rectangular concrete 
box of less than half the original depth, the track rest-- 
ing directly on 1-in. planks laid above, instead of on 
ties. It will be seen that no additional clearance could 
be obtained except at considerable expense.~ The operat- 
ing department could not permit a reduction in clearance: 
to less than 15 ft. 6 in., which meant that the contact 
wire had to be carried less than 6 in. below the tunnel 
roof. ’ 

The situation was met. by Sipeerca the trolley from 
special brackets hung from insulators mounted in the. 
tunnel roof outside the trolley clearance limits as illus- 
trated. These brackets were insulated with varnished | 
cambric and rubber to withstand a potential of over: 
80,000 volts, and in turn supported an-insulated steel 
messenger. While this messenger is also insulated for a 
working. potential of 15,000 volts, it is sectionalized 
by porcelain strain insulators in the approach spans 
on either side of the tunnel.. From this dead insulated 
messenger are supported both the No. 0000 copper aux- 
iliary and the No..0000 Phono-electric contact wires by 
U-shaped fiber clips at a distance of 2 in. below the 
messenger. Thus the clearance is met and triple 
insulation is provided. The arrangement is such that 
birds cannot perch on any live wire on account of the 
larger dead insulated messenger directly above. 2 

At the Danbury terminal a pantograph inspection 
platform was installed, together with an inspection pit 
in the track directly opposite. 

All of the catenary construction and substation work 
was done from work trains without serious interference 
to scheduled’ traffic. It was done by railroad forces 
under B. F. Bardo, superintendent of electric trans- 


ee 


communication. 
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mission, under the general direction of H. A. Shepard, 
general superintendent of electric transmission and 
The engineering work, design and 
plans were prepared by the railroad electrical engineer- 
ing department under the pivectian of Sidney Withing- 
ton, electrical engineer. 

Local train service between South Norwalk and 
Danbury is now handled by multiple-unit car trains, 
while the through trains between New York, Danbury 
and Pittsfield are hauled by electric locomotives. No 
new electric motive power was required, as the sched- 
ules permitted a more intensive use of the present 
equipment. 

The electrification of this hela line is a notable 
instance where the extension of an existing electrifica- 
tion will show an attractive return on the investment 
of new capital. In this instance, with no additional 


_ motive power and with no additional power plant. facili- 
ties required, the investment in line will offset an 


sion it was pointed out that the People’s Motor Bus 
Company had been granted permits for various city 
streets from which the St. Louis Bus Company has 
since been barred. 


Superintendent Hardin Gets Historic 
Loop Lantern 


HE lantern which hung on the first train to be 

operated from the Loop in Chicago to Wilson 
Avenue on the Northwestern Elevated Railroad was 
recently presented to Harry Hardin, superintendent of 
transportation of the Chicago Rapid Transit Company, 
by ‘Dad’ Turner, conductor on that train. 

During a recent sick spell when T. A. Turner, as hid 
name appears on the payroll, was convalescing his 
thoughts turned to the old lantern which had reposed 
for many years in a dusty corner of a closet in his 


A Train of Tower Cars Made the Work of Clipping In the 


Trolley Wire a Simple Process 


investment in steam locomotive facilities and should be 
credited with a large amount representing modern 
steam equipment released for use on other parts of the 
system, with a saving in crew and locomotive hours. 
The substitution of this clean, attractive service for the 
steam operation that has been in use for many years 
will be an incentive to the public that should result in 
greater revenue to the line. 

With the addition of this branch to the electrified 


“system, the total track mileage operated by the New 


_ the People’s Motor Bus Company. 


Haven Railroad at 11,000 volts a.c. is now 562 miles, 
consisting of 367 miles of main track and 195 miles of 
yards and sidings, covering 112 miles of route. 


Union Members Against Non-Union 
ws Bus Operators 


EPRESENTATIVES of Local Union No. 788 of the 
Amalgamated Association at St. Louis, Mo., have 
requested brother unionists not to patronize the buses 
of the People’s Motor Bus Company of that city manned 
by non-union men. The men employed by the United 
Railways and the crews of the buses used by the St. 
Louis Bus Company, a subsidiary of the railway, are 
members of the Amalgamated. Several unsuccessful 
attempts have been made to organize the employees of 
During the discus- 


home. He got it down and shined the brass and nickel 
trimmings and after having a mahogany case made 
for it. he placed his badge number plate and his old 
switch keys on it and offered it to Mr. Hardin. 

The North Side division recently closed a quarter 
of a century of service to Chicago citizens, which made 
the gift of ‘“Dad’’ Turner more timely. “Dad” has 
served every one of those twenty-five years with the 
company. 

“One day after I had used the lantern for a number of 
years one of the guards carelessly dropped it, and bent 
it up enough to render it useless in service,’ Turner 
said in telling the history of the curio. “I took it to 
the storehouse to trade it in for a new one and the store- 
keeper told me I could have a new one if I paid for it. 

“T went to my superintendent, Frank Hedley, who is 
now president and general manager of the Interborough 
Rapid Transit Company, New York, and told him my 
story. 

“ “You deserve a new lantern,’ he said. ‘You go 
get it and this one is yours to keep as a souvenir.’ So 
I’ve kept it until now and think that it deserves a 
little glory on its record.” 

At the close of the 25 years of operation of the North 
Side division, 26 men in the transportation department 
and two women, who began when the line opened, are 
still in the service of the company. 
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Southern Railway of England 
Electrification Progresses 


N JULY 13 electric traction came into operation 

on some of the London suburban lines of the South 
Eastern section of the Southern Railway of England 
and on a further length of the suburban lines of the 
South Western section of the same undertaking. 
Standard British practice is adopted throughout. The 
South Eastern suburban section of 250 single-track 
miles, hitherto entirely worked by steam locomotives, 
will be completely electrified. Of this the first stage, 
now completed, measures about 100 miles of track. The 
principal routes now electrified extend from Victoria 
and Holburn stations in London to Orpington and 
Beckenham in Kent. The second stage is expected to 
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the work, past. and future, is put at about £7,750,000. 

On both the South Eastern and South Western sec- 
tions direct current at 600 volts is used with a third-rail 
conductor. Essential details conform, so as to permit 
of through running of the multiple-unit trains. The 
South Eastern lines purchase energy from the London 
Electric Supply Corporation at Deptford (which 
already supplies the Brighton section) while the South 
Western have their own power station at Wimbledon. 
In both cases generation is at 11,000 volts, three-phase, 
25 cycles, with transmission to 27 new substations about 
the system. 


STANDARD TRAINS ARE MADE UP 


The standard train unit in both cases consists of 
three cars, a motor car at each end, and a trailer in 
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Map Showing the Extensive Electrification of Lines of the Southern Railway of England. 
Entire 250-Mile Suburban Zone Now Under Way 


Electrification of 


be opened in December and the third stage in May next 
year. 

The inner suburban lines of the South Western sec- 
tion have been working electrically for a number of 
years. They amount to 178 track-miles, and the exten- 
sion now inaugurated measures 67 additional miles of 
track and carries the electric zone as far as Guildford 
in Surrey, a distance of 30 miles from the center of 
London. Various branches also are included. 

The Southern Railway also includes the Brighton sec- 
tion, formerly the London, Brighton & South Coast 
Railway, which, unlike the others, is worked on the 
single-phase overhead wire system. Its London sub- 
urban lines have been working electrically for many 
years and electric traction is gradually being extended 
by short stages. At present it has 70 track-miles under 
electric operation and contemplates equipping 82 more. 
The total electric track length of the three sections will 
be 647 miles, which will be by far the greatest length 
of any electric railway in England. The total cost of 
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the middle. Two train units can be coupled together 
when required. A large number of new cars have been 
built and many of the steam cars have been equipped. 
The main electric equipment contracts include control 
gear for 490 cars and 508 motors of 300 hp. each. The 
cars each have two trucks and are of the compart- 
ment type, both first-class and third-class compartments 
being provided. 

Light signaling has been adopted on the South East- 
ern lines in London, and the track circuit system for 
automatic signaling is used throughout. 

One of the great benefits to the railway -as -well as 
to the public from the electrification is the greater 
ability to deal with the morning and evening rush hours. 
Enormous numbers of people who work in London live 
in the small towns of Surrey and Kent, and their trans- 
portation morning and evening by steam trains has 
been a task of ever-increasing difficulty. Greatly 
increased services are being provided, and in addition 
to that the journey times are substantially cut down. 
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F Ch Stimulate Ridi 
in Pittsburgh 
Transfer Concessions Made—Zone Limits Extended 
—Five-Cent Routes Established—Collection Methods 
Liberalized—Sunday and Weekly Passes Introduced 
By Walter Jackson 
Fare and Bus Consultant, Mount Vernon, New York 
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Present Fare and Transfer Limits in the Greater Pittsburgh Area 


( ) i in 94 municipalities with 1,250,000 inhabi- 
tants scattered over 1,000 square miles it was 
impracticable to have a single rate of fare even in 
pre-war days. For this reason the people of Greater 
Pittsburgh have always been somewhat more used to 
differential fares than those in other and closer-knit 
large cities. The fares in effect in Pittsburgh in those 
days, however, were accidental rather than based on 
merchandising considerations. Since the new manage- 
ment has been directing the affairs of the Pittsburgh 
Railways numerous changes have been made in rates 
and transfer privileges. These have had a marked ten- 
dency to stimulate riding and increase revenue. 

When the receivership ended, on Feb. 1, 1924, the 
fares, exclusive of those on the interurban lines, were 
as follows: 

Cash fire, 10 cents, or 84 cents token, sold three for 
25 cents, good for one zone from Pittsburgh center, 


N A RAILWAY operating 592 miles of single a distance varying from 5 to 8} miles, with additional 


zones at the same rate. 

For a single ride 10 cents cash. 

Owl cars, 10 cents flat outside city of Pittsburgh. 

Special transfer good for 13 to 34 miles each side 
of Pittsburgh center, 10 cents. 

In the city of McKeesport, 5 cents cash and 33 tickets 
for $1. 

In the city of Washington, 6 cents cash. 

At that time the financial condition of the company 
was too precarious to permit any drastic cuts in fare. 
Yet one striking thing could be done with no apparent 
‘risk in revenue. This was to relax the transfer restric- 
tions. Route by route new concessions were made 
until a total of 125 orders covering more than 1,000 
situations had been issued up to Aug. 1, 1925. Old 
inconsistencies were removed, shorter cuts were made 
available and, in some cases, a full fare was saved. 
The beneficial effect of these changes on public rela- 
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TABLE IL—HFFECT OF 5-CENT FAI 


Length Free Transfers 83-Cent Passengers 

Miles of 5-Cent Fare |- < 
Route 5-cent Established Per Cent Per Cel 
Area Before After Increase or|Increase or} Before After |Increase or|Increase 
Decrease | Decrease Decrease | Decreas 
Castle'Shannon(@) cy 0) 2 su). se cbee eee 1.9 Ot AG NGZH ce Pw ee AP bn ote a oe Pee aeretie  piet a 
Corey Avenue ree eit cite termanne Ae 1.3 Jan. 26, 1925 1,731 2,129 398 23.00 28,185 1,430 | —26,755 —94.5 
Heidelberg (@) cis to keep eek eee ee Jan, 26, 1925 18,580 17,946 —-6.34 —3.41 129,920 115,058 | —14,835 —14.3 
Atwood Street (a)..... 0.9 Jan. 26, 1925) 276,813 273,948 —2,865 —1.03 391,290 410,461 19,171 4.f 
Garnerie(@) nce eee eee V2. PHU LOHI Oe choc hee | aac ecel fv e’e «Became lclscecs rere aia Nel HO NOeerenTT aah se ft cs nis 
Bon Aan (aie, oc <a eh eee Sere 0.4 May 1, 1925 3,704 3,408 —2.96 —7.09 2,366 2,322 44 —l.t 
Highland Park(b)\\(@)\..ate ven o ee ke he bee} May 1, 1925} 109,084 108,843 —2.41 —0.22 4295376 415,304 | —14,072 3.3 
Center & Nerloy (6): cath s ss. en 7 oss Pear 1.4 May 1, 1925] 120,410 121,321 911 0.76 381,556 371,146 | —J10,410 —2.3 
62nd'Street Hi: Liberty. (¢)h:.. 4. vse vee es 4.2 May 1, 1925 25,629 32,150 6,521 7.60 111,406 15,525 | —15,881 —14.3 


—" 


(a) figures based on | 13 days operation before, and 113 days after change. 
(b) figures based on 30 days operation before,and 30 days after change. 


tions was immediate, because the spirit in which they 
“were made was appreciated. ; 

A study of the fare limits on multiple-fare lines 
suggested that a number of changes could be made 
advantageously to include natural traffic-gathering 
points in adjacent zones. This necessitated certain 
overlaps, but it was thought that the trouble they entail 
was worth while. 

The first fare limit change was made in McKeesport 
on Feb. 23, 1924. The extension was a mere two blocks, 
but welcome to shoppers, who were thereafter brought 
to the heart of the town. 

Next an extension was made on March 29, 1924, 
on the Charleroi interurban line to take patrons to the 
business center of Charleroi. 

The third extension, made July 7, 1924, on Carnegie 
Route 27, reduced the second zone fare from 84 cents to 
5 cents. The fourth, fifth and sixth extensions, made 
Aug. 13, 1924, were on Routes 10, 15 and 68, 64, 66, 
and the seventh extension, made Oct. 1, 1924, was on 
Route 304-A. 

The eighth extension, made May 1, 1925, gives 
McKeesport people the chance to reach Kennywood Park 


if y 
if 
Route 407 


—— %33¢ ticket or 5¢ cash fare 
---- 83¢ token or 10¢ cash fare. $1.25 weekly pass 


Route 408 
—— 83¢ tokenor 10¢ cash fare. $).25 weekly poss:~- 


--— 3¢ ticket or 5¢ cash fare 
ee 85 token or 10¢ cash fare. $1.25 weekly pass. 


Route 409 
—-— Stticket or 5¢ cash fare 4 
NG OAS ee ae 


$4.70 weekly pass 
over 2 zones 
La 


Reduced Rate Routes in McKeesport 


(c) figures based on 20 days operation befcre,and 20 days after change. 
(d@) figures not available, 


(e) Ten-cent round-trip fare. 


for one instead of two 84-cent fares. The distance 
between the end of the first zone and the gates of 
Kennywood is only a small fraction of a zone. Further- 
more, the intervening area is of no traffic value. A 
16%-cent fare hardly appealed to a town enjoying a 
local 5-cent and 34-cent fare, but one 84-cent fare for 
this purely voluntary ride is very different. 

Three other changes were made on the same date. 
One extends the first fare zone on the Verona line a 
distance of 500 ft. An extension on Route 64 enables 
commuters to ride to the Edgewood steam railroad 
station, the true traffic center. Another was an addi- 
tional concession on the Charleroi interurban line. The 
twelfth extension, made June 1, 1925, was the third on 
the Charleroi interurban. This time the purpose was 
to give Eldora Park residents an overlap to any part 
of Charleroi. 

In addition to the foregoing the commercial depart- 
ment has proposed the following for immediate adop- 
tion: 

An extension of 2,000 ft. on the Sewickley line out- 
bound from Pittsburgh, to encourage more travel to 
summer camps on Neville Island at two-zone fares. 

An extension lengthening a 5-cent route (Evans 
Avenue, McKeesport) from 1.5 to 2.4 miles. 

An extension between Electric and Braddock Avenues, 
East Pittsburgh and Turtle Creek to correct a common 
evil in zone-fare limits. The present boundary is at 
the main gate of the Westinghouse Electric plant, while 
another gate is only 1,300 ft. beyond. No workman 
willingly pays an additional fare for this + mile. The 


extension is expected not only to please the workmen | 


but to gain the good will of Turtle Creek merchants. 

In almost all cases these zone extensions deprive the 
company of no fares because the distances are too short 
to compel payment of an additional fare. It is more 
likely that the extensions stimulate business and bring 
good will of a tangible cash value. 


5-CENT SHORT-HAUL LINES © 


The irregular contour of Pittsburgh has favored 
the growth of many local shopping and amusement 
centers even in the city proper. This suggested the 
possibility of short-haul no-transfer fares at 5 cents. 


These routes have two kinds of fare collection; straight 


5 cents where the operation can be isolated, 10. cents 
round trip where the fare covers a limited section of 
a through line. In the latter case the rider asks for 
a return check if he leaves within the short-haul limits. 

Results on the 5-cent routes, not including McKees- 


port and Washington, have been as shown in Table I. _ 


Four of the seven routes for which figures are 
available showed an increase in revenue. Moreover, the 
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N TRAFFIC AND REVENUE 


Yent 


ager 


Car Miles Operated 
Thousands 


Total Passengers 


Revenue 
Per Cent Per Cent 
‘as- Increase| Increase Increase] Increase 
Before | After or or Before After or or 

Decrease} Decrease Decrease] Decrease 
29,916 | 51,736 | 21,820 | 72.95 | $2,348 | $2,528 | $180 | 7.67 
148,500 | 160,021 11,521 7.76 | 10,822 } 10,936 114 1.05 
668,103 | 689,143 | 21,040 3.15 | 32,594 | 34,428 1,834 5.62 
16,670 | 6,031 | —39 |—0.64} 197 | 208) at | 5.58 
538,460 | 532,055 |—6,405 | —1.19 | 35,781 | 35,136 —645 | —1. 80 
501,966 | 499,981 | —1,985 | —0.39 | 31,796 | 31,292 —504 | —1.58 
197,035 | 209,121 12,086 6215: 9,285 9,033 —252 | —2.71 


routes which have had the 5-cent fare for the longest 
time give the best results. 
Prior to the reorganization the prevailing fare in 
Washington, a city of 30,000, was 6 cents. Analysis 
indicated that the war-time increase from 5 cents had 
added little revenue. Because the average haul is 
only about 14 miles, most of the riding is voluntary. 


. A weekly pass at 95 cents was put on May 19, 1924. On 


June 20, 1924, this was supplemented by the sale of 
strip tickets at five for 30 cents, the same rate as the 
cash fare but more convenient. : 

On May 18, 1925, however, the management went 
even further. Negotiations. were then under way 
either for relief from paving charges or for the substi- 
tution of buses for cars. Without exacting any prom- 
ises, the company restored the 5-cent fare and reduced 
the price of the pass to 75 cents. As a result, a paving 
concession was secured worth many thousands of fares. 


COLLECTION METHODS LIBERALIZED 


The property had been released by the receivers 
less than three weeks when the commercial department 
promulgated two changes that make for fewer misun- 
derstandings. One is the rule that the conductor may 
restore immediately any amount up to 50 cents of 
excess fare inadvertently dropped into the locked boxes. 
The conductor is reimbursed on turning in a report 
with the name and address of the patron. The second 
rule permits a patron who has brought two companions 
to drop 25 cents directly into the fare box. Formerly 
if he wanted the 84-cent rate instead of paying 10 
cents cash for each, he would have to stop and buy 
tokens. Similarly the 10-cent crosstown transfer may 
be bought for an 84-cent token plus 2 cents instead of 
10 cents legal tender. 

The really important point about these three regula- 
tions is not that they prevent any large number of 
irritations, because such incidents are exceptional, but 


that they convince patron and platform man of the 
co-operative spirit of the management. If the officials 
higher up do not quibble with customers about hair- 
splitting, the men in direct touch with the public are 
likely to follow their example. 


WEEKLY AND ONE-DAY PASSES 


A more radical step toward making the fare trans- 
action quick and frictionless has been the adoption of 
unlimited-ride weekly and Sunday-holiday passes. The 
Washington weekly pass was inaugurated May 19, 
1924, for 95 cents. On May 18, 1925, it was cut to 
75 cents. The pass sales increased to such a degree that 
the pass revenue at 75 cents exceeded that at 95 cents. 
The combination of 5-cent cash and 75-cent pass makes 
the simplest possible fare system to meet the needs of 
casual and regular riders respectively. 

On Sept. 15, 1924, the weekly pass principle was 
adopted for four routes in the McKeesport area. A 
reduction in prices effective Aug. 3, 1925, was made to 
secure a greater degree of popularity. 


Route First Price Reduced Price 
Lincoln Place-Sinclair Street..... $1.25 $1.00 
Glassport-Sinclair Street... ... ood 1.00 
Wilmerding-State Road..... vay 6 1.25 1.00 
Wilmerding-Market Street... 1.70- 1.50 


More serious was the question of applying the weekly 
pass to so large an area, as the first fare zone in Pitts- 
burgh center, which produces at least 80 per cent of the 
total railway revenue. Hesitation was justified by the 
existence of the several rates of fare within the one-zone 
area. These fares were listed in the first part of this 
article. The accompanying map shows the zone limits. 

Ordinarily, in fixing the price of a weekly pass, it 
is only a question of how many fares it should cost. 
In the Pittsburgh one-zone area, however, the 84-cent 
token fares were mingled with some 9,000 10-cent 
transfer fares and about the same number of 163- 
cent fares. It was feared that if the pass were sold 
for fifteen tokens, or $1.25, the savings made by the 
higher-fare riders and professional multi-riders, like 
agents, solicitors, collectors, messengers, postmen, etc., 
might cause a dangerous loss in revenue. To play 
safe, therefore, the price was set at $1.50, or eighteen 
tokens. 

The first week of the pass, beginning June 1, was 
marked by an extraordinarily hot speil, which ruined 
theater riding, hurt shopping and caused partial shut- 
down of the schools. In the following weeks weather 
conditions were more normal, although temperatures 
were materially higher than corresponding weeks of 
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TABLE II—COMPARISON OF SIMILAR SUNDAYS ONE YEAR APART 
WITH AND WITHOUT REDUCED RATES 


June 22, 1924 June 21, 1925 
8A.M., 68deg.,Cloudy 8A.M., 69 Deg., Cloudy 


Weather 8 P.M., 79 Deg., Clear 8 P.M., 78 Deg., Clear 
Revenues praciga rid cette uate ih $44,322 $45,424 
Registered fares (10 cents—8})... 568,264 397,019 
10-cent crosstown transfers....... 10,096* 6,636+ 
Freetransfers.....:00: : 0. +n ae 127,089 81,220 
25-cent pass rides (6.7 x 29,233 

ASSES) nee coal eee I re ean eer Neee ms 195,861 
$1.50 pass rides (6.7 x 37,41 i 

ASSES) HEM Ae ee eae lare. ala ey OR At ale te 248,847 
40-cent pass rides (8x5,939 passes) =. es sss 47,512 

Total grossridess. «<1 ocaes ste 705,449 977,095 
[nereasein*grossiides.vecstincen ns) elem 38.5 per cent 
Fare per gross ride.............- 6.29 cents 4.65 cents 
Reduction in fare. . Dea Ceara all | By oibiegl bese Yee 26 per cent 
Carimiles 5 fais aces occk 89,447 88,926 
Passengers per car-mile. . a) VW 
Increase in passengers per baremiles tas uy 39.5 per cent 
Earnings per car-mile. . 49.55 cents 51.08 cents 


0.3 per cent 
Former sales of 


Increase in revenue per car-mile. . 
*This was the only boralized fare in use June 22, 1924. 
crosstown transfers were about 8,000 on a Sunday. ; . 
+Crosstown transfer sales were reduced through the introduction of passes. 


REDUCTION IN TRANSACTIONS 
Change-making equal to } of reg- 


istered tates... eas fests 189,421 132,430 
Transfers (issuing and taking— 

hence double the number issued) 292,190 175,712 
Sunday: pace aaleai:. Sisracl te /-xhate aeeee one Mateos as 35,172 
Total transactions between con- 

ductor and customer.......... 481,611 343,314 
Reéeductionin transactions... 7... | he ee 138,297 


Reduction on 38.5 per cent mcre 
i . 0.30 per cent 


1924. March and April, 1925, without the pass, ran 
4.15 per cent behind the same months of 1924. May 
cannot be used for comparison because of the strike 
in May, 1924. On comparing the first nine weeks of 
the pass with the same weeks of 1924 it is found that 
the loss in revenue was cut from 4.15 per cent to 1.95 
per cent. In fact, revenue the ninth week of the pass ran 
only 0.591 per cent behind 1924. A notable feature of 
the financial result is that the increase is most apparent 
on Saturdays and Sundays, when the proportion of 
voluntary riding is highest. 


TABLE IIJ—COMPARISON OF EIGHT WEEKS IN 1925 AND 1924 
WITH AND WITHOUT WEEKLY PASS 


Weekly and Sunday Passes 


$1.50 25cents 40cents Revenue 1925-1924 
PUIG a ve eeiet eee ie 31,426 40,565* 5,645 $404,089 $418,546 
VALUES. os ser octoees eae eee 36,017 28,697 4,798 413,648 415,382 
Hameln ate cose eis erate 37,411 29,062 5,326 408,948 418,764 
Se 22 keh ate ee eaten 37,450 29,233 5,939 409,885 420,386 
BUDO. 2 9 Varah dv See Vir ise apices 35,930 28,504 6,324 387,650 391,696 
UCU SS a eR aie at 36,013 23,508 5,135 380,506 395,473 
July 13 36,910 27,639 7,181 383,627 393,363 
Univ 20 Sree ee Rene eee 37,171 27,308 6,877 380,471 383,109 
mA See 2 eat th er oh Rae Ng 37,097 26,055 6455 375.740 377,974 


*May 31, before weekly pass was in use. 
tJuly 4, holiday: cut weekly pass sales. 


Inasmuch as the weekly pass was inaugurated just 
before the vacation season, the management is satisfied 
with the result. These sales far exceeded expectations 
for an eighteen-fare pass. It is not possible to calculate 
the exact ratio that the pass revenue bears to the 
total revenue in the one-fare zone, but it is approxi- 
mately 15 per cent. This means that at least 25 per 
cent of the one-zone through riders from Pittsburgh 
center use the pass. 

From a check made on Thursday, July 23, the aver- 
age number of rides per pass was found to be 6/4. 
Probably at least five rides a day were 83-cent rides. 
Thus 35 rides for $1.50 equals 44 cents per ride. 

After making the 10-cent crosstown transfer good on 
Sundays for a full instead of one-third zone each side of 
Pittsburgh center, the railway on Oct. 26, 1924, in- 
augurated the first transferable Sunday-holiday pass. 
One-day passes were not unknown elsewhere, but they 
are non-transferable. This Sunday pass sells for 25 
cents and is good throughout the one-zone area. 


Introduction of the Sunday pass naturally cut the 
market for the crosstown transfer, but less than was 
expected. Although unlimited rides cost only 5 cents 
more than one-round-trip crosstown, there were still 
7,530 such transfers sold on Sunday, May 31, against 
40,565 passes at 25 cents on the same day. The top 
sale of the crosstown transfer was 20,270, correspond- 
ing roughly to 10,135 persons paying 20 cents each. 
The pass sold to almost four times as many persons 
at 25 cents each and still left over one-third transfer 
users. Checks show that the 25-cent Sunday-holiday 
pass user averages 6.7 gross rides or possibly five 
through rides, costing 5 cents each instead of 84 
cents. It is interesting to note that this extra 
Sunday riding has been developed in a town that shuts 
down all amusements on Sundays. 

On March 1, 1925, the 25-cent pass was supplemented 
by a 40-cent pass good in all Greater Pittsburgh except 
on interurban cars. Its best sale so far was 7,181 on 
July 18. This pass makes accessible a number of 
beaches and private amusement parks at very low fares. 
The average number of,zone rides per 40-cent pass 
has been found to be seven, thus giving a fare of 6 
cents instead of 83 cents per zone. 

Gross revenue and car-miles operated on Sundays 
before and after the introduction of the pass are shown 
in an accompanying chart. In the pass period after Oct. 
26, 1924, the average Sunday revenue was $42,457; for 
the same period a year before, $42,394. In the same 
period car-miles per Sunday dropped 14 per cent, viz., 
from 85,243 to 84,080, in spite of at least 30 per cent 
increase in riders. Many recent Sundays are running 
ahead of the year before. This improvement seems 
to have been accelerated by the weekly pass, which is 
also good on Sundays. 

Table Il compares two like Sundays with and with- 
out passes. Among the outstanding facts are that on 
the pass-using Sunday the revenue was $1,102 greater 
and through the reduction in transfer, change-making 
and token-selling transactions 38.5 per cent more 
passengers were carried with 30 per cent less trans- 
actions between customer and conductor. 


OTHER SPECIAL FARES AND CONCESSIONS 


Various other special fares have been made oon 
time to time. 

On March 18, 1924, a round-trip theater fare on 
interurban cars Pittsburgh-bound was granted to June 
1, 1924, and renewed in March, 1925. A second con- 
cession to interurban riders came Sept. 15, 1924, in 
the form of a 10 per cent reduction, obtained by paying 
$4.50 for a $5 book of tickets. On Aug. 9, 1924, the 
interurban age limit for free riding by children was 
raised from three years to five years, and on Jan. 26, 
1925, to six years or 36 in. height. On the latter 
date the city age limit was raised from three years 
to six years, thus making the children’s free ages uni- 
form on both parts of the system. 

On July 7, 1924, a 10-cent two-zone fare was estab- 
lished for students at the vocational high schools to run 
to the middle of August. It was renewed in July, 1925. 

Through co-operation with the West Penn Railways 
in Duquesne and McKeesport a joint summer-time rate 
was established on May 15, 1925, and ending Sept. 8, 
1925, to grant a 15-cent round-trip rate, substantially 
half the regular fare, between Hamilton Avenue, 
Duquesne, on Route 501, and Olympia Park, McKeesport, 
on the West Penn Railways. 
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Modernizing the Transportation System 


of the Attleboros 


Interstate Street Railway Has Been Re-equipped with New Light-Weight One-Man Cars— 
Bus Service Has Been Undertaken on Two Routes—Co-operation of the Public Has Aided 
Rehabilitation—Operating Costs Are Much Reduced and Financial Aspects Are Encouraging 


; By John A. Miller, Jr. 


D 


Associate Editor ELECTRIC RAILWAY JOURNAL 


Costs Have Been Reduced and Public Relations Improved by the Operation of New Cars of This Type 
on the Interstate Street Railway, Attleboro, Mass. 


REAT changes have been_made during the past 
year in the local transportation system which 
serves the group of Massachusetts towns known 
collectively as ‘‘the Attleboros.” Outstanding events of 
the last twelve months include the receivership of the 
Interstate Consolidated Street Railway operating some 
30 miles of track in this district, the threatened aban- 
donment of its unprofitable lines, subsequent sale of the 
property at public auction and its purchase and rehabil- 
itation by Hemphill & Wells, consulting engineers of 
New York City. Under the new management, which 
has reorganized the property as the Interstate Street 
Railway, modernization of equipment and methods 
have been brought about, together with the establish- 
The proposal to curtail operation 
brought home to the people a realization of the impor- 
tance of the local transportation system, and since the 
reorganization they have given hearty co-operation to 
the new management. 4 
Territory served by the Interstate railway lines is 
roughly triangular in shape. At the lower corner is 
Pawtucket, R. I., while Attleboro and Plainville are 
respectively at the northeastern and northwestern 


corners. Two rail lines connect Attleboro and Paw- 
tucket, one passing through Dodgeville, and the other 
through South Attleboro. Similarly, there are two rail 
routes between Attleboro and North Attleboro, one 
being an ordinary street railway and the other, which 
continues to Plainville, being the electrified Attleboro 


Branch Railroad, called locally “the Branch.” A con- 
necting line, recently abandoned, ran from North 
Attleboro to South Attleboro via Old Town. On an 


accompanying map the relative positions of these com- 
munities and the routes of the Interstate Street Railway 
are shown. 


REASONS FOR RECEIVERSHIP 
Increasing cost of operation and decreasing revenue 


in 1924 created a serious problem. With operating 
eosts of 45.73 cents per car-mile last summer the road 


-was losing about $75 a day. Revenue at that time was 


running about 12 per cent below 1923, when the gross 
for the year amounted to $224,000. Matters reached 
a crisis after a wage award raising the pay of train- 
men from 56 cents per hour to 66 cents on two-man 
cars, and from 64 cents to 74 cents on one-man cars. 
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This increased the loss to about $120 daily. Failure 
to meet a note for $135,000 on Aug. 7, 1924, resulted 
in the appointment of Z. W. Bliss as receiver for the 
company. 

The receiver endeavored to reach a new agreement 
with the men, whereby wages would be reduced to the 
previous level. In this he was unsuccessful. He then 
applied for and received permission from the Supreme 
Court of Massachusetts to cease operation of unprofit- 
able lines. It was proposed to abandon all service except 
that on “the Branch,’ between Attleboro and North 
Attleboro. 

PUBLIC TRIES TO SAVE SERVICE 


Faced with the possibility of losing their street rail- 
way service, the people of the Attleboros awoke to the 


gravity of the situation. The employees of the railway . 


also began to see the matter in a new light. Every one 
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Territory Served by the Interstate Street Railway Car and Bus 
Lines Is Triangular in Shape 


agreed that it would be a calamity to have the railway 
cease operation. At a.conference of the municipal and 
company officials and representatives of the men, a 
compromise wage of 64-66 cents per hour for one-man 
operation was agreed upon. The company proposed to 
inaugurate 100 per cent one-man operation, but pointed 
out that a small deficit would probably occur despite 
these economies. The municipalities were willing to 
guarantee the receiver against loss during a four- 
months trial of this plan — the experiment was 
undertaken. 

Before long, however, it was evident that railway 
operation under these conditions would result in serious 
loss. Unregulated competitive bus operation between 
the Attleboros in Massachusetts and Pawtucket in 
Rhode Island, established after the decision in the Buck 
case, was depriving the railway of many passengers. 
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The unusual mildness of the winter affected trolley 
riding adversely. On this account the receiver obtained 
permission to sell the property at public auction. This 
was done on Jan. 30, 1925, the purchasers being Hemp- 
hill & Wells. At about the same time Hemphill & Wells 
purchased the Attleboro Branch Railroad. A new com- 
pany called the Interstate Street Railway was formed to 
take over the assets of the Interstate Consolidated 
Street Railway. The capitalization of the new company 
is $300,000, and that of the Attleboro Branch $131,700. 
No bonds have been issued in connection with either 
company. It is planned to apply to the next Legislature 
for the right to merge the two companies. 


IMPROVEMENTS IN ROLLING STOCK 


Plans were at once made by the new management 
to rehabilitate the property, and orders were placed 
for new rolling stock. Under the old management 35 
cars of various types, closed passenger, open passenger 
and service, had been rented from the United Electric 
Railways of Providence. Five snow plows were rented 
from the Worcester Consolidated Street Railway. The 
only rolling-stock actually owned by the Interstate was 
one electric locomotive used for hauling freight on “the 
Branch.” 

Five light-weight double-truck and three single-truck 
one-man cars were ordered from the Wason Manufac- 
turing Company, Springfield, Mass. Three closed pas- 
senger cars are now rented from the Providence com- 
pany, but the others have been returned. It is planned 
in the near future to purchase new cars to replace the 
three now rented. The old line car has been replaced 
by a tower truck. 

Weights of the new cars are 31,000 lb. and 16,000 lb. 
as compared with 45,000 lb. for the old cars. Due 
almost entirely to this weight reduction, the consump- 
tion of energy has been cut to less than half what it 
formerly was. 

In an endeavor to keep the mechanical equipment of 
the new cars as simple as possible, manual door oper- 
ating mechanism has been installed. Westinghouse 
straight air brakes are used. Although arranged for 
cne-man operation, the double-truck cars have doors on 
beth sides at both ends. This has been done because 
on the single-track lines of the Interstate Railway it is 
customary for passengers to board cars from whichever 
side is most convenient. The single-truck cars have 
only two doors, located in the usual manner at diagonally 
opposite corners. 

Several good merchandising features have been 
included in the design. ~ Dark gray plush is used for 
seat covering in the large cars. This gives the 
interior a pleasing and comfortable appearance. Brill 
77-E-X trucks and Brill Winner reversible spring seats © 
give good riding qualities to the car. Motors are 
General Electric GE-264. Complete specifications were 
published in ELECTRIC RAILWAY JOURNAL for July 11. 

Exterior painting is done in a combination of red 
and cream, in marked contrast to the former dark green 
color. Use of the brighter colors adds slightly to the 
expense of painting, but as the total number of cars 
involved is small, this item is thought to be unimpor- 
tant. A real advantage has been obtained, however, 
by using a distinctive color scheme that constantly 
reminds the people of the Attleboros that the Inter- 
state cars are their own local cars, not the cars of a 
larger company in another city. 
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Substantial savings in labor cost have been made by 
the new management. The new cars have permitted 
reductions in the number of trainmen and shopmen 
employed. One-man operation is now in effect on all 
lines except the Attleboro Branch Railroad. On account 
of heavy riding on this line, two men are used on each 
car. Both entrance and exit, however, are by the front 
door, as with one-man cars, the conductor being sta- 
tioned alongside the motorman. No opposition on the 
part of the public has resulted from one-man operation, 
because the cars are specially designed for that use. 
Some criticism had been made of the former operation 
of converted cars. ) 

The personnel engaged in substation operation has 
been reduced from three to none. It so happened that 
the railway substation was immediately adjacent to the 
carhouse, and it was thus possible to- arrange for a 
shopman to do the necessary substation work. During 
the greater part of the day the electrical apparatus 
needs no attention. If a circuit breaker opens the ring- 
ing of a loud bell attracts the attention of the man 
in the carhouse. Cleaning the substation apparatus 
requires very little time and he is able to devote the 
greater part of the day to mechanical work. 

It has. been possible to reduce the number of shop 
men employed because the new cars require less repair 
work than those of the older type formerly operated. 
A reduction has been made also in the overhead line 
force. Instead of an emergency line car requiring a 
crew of three, a motorman and two electricians, one 


man now does the entire work. He is provided with 


a Reo tower truck which he drives himself. After 
reaching the location where a job is to be done, he 
ceases to be a chauffeur and becomes an electrical repair 
man. 


ADJUSTING SERVICE TO TRAFFIC REQUIREMENTS 


' One of the first matters to receive the attention of 
the new management was the possibility of eliminating 
excess car mileage. The abandonment of one of the 
two lines between Attleboro and North Attleboro was 
considered. Investigation showed, however, that two 
entirely different kinds of traffic are handled by the 
two lines. The street route serves a considerable num- 
ber of people living along the line and carries them into 
the towns at its ends. ‘““The Branch,” on the other hand, 
is an electrified steam line, largely on private right-of- 


Seats Are Covered in Dark Gray Plush, Giving the Car 
Interior a Commodious Appearance 
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Reo 21-Passenger Buses 


Are Used in Intercity Service Between 
the Attleboros and Providence 


way. It is a quicker route connecting the two terminal 
towns that is largely used by people wishing to go from 
one city to the other. It was felt by the management 
that the traffic justified the continued operation of both 
lines. A somewhat similar condition exists in connec- 
tion with the two lines from Attleboro to Pawtucket, so 
that both of these have been continued. 

Operation of the competing interstate buses along the 
state highway between North Attleboro, Pawtucket and 
Providence had compelled the railway itself to under- 
take bus operation during the time of the receivership. 
Buses for this purpose were rented from the United 
Electric Railways of Providence. They were large ca- 
pacity vehicles of the type used in city service in 
Providence. It was felt by the new management that 
these buses were not well adapted for use in intercity 
service and five new Reo 21-passenger buses were 
purchased. 


RAIL SERVICE AUGMENTED By BUSES 


Bus routes are now operated between Attleboro and 
Providence and between. Plainville and Providence, 
Formerly railway service. was operated from Plainville 
to Pawtucket through Old Town. This was curtailed 
during the receivership and was operated only as a 
shuttle from North Attleboro to South Attleboro via 
the Post Road. Under the new management this route 
has been abandoned altogether, because the line was 
losing $10 a day and the bus route on the state highway 
served the same territory equally well. Some protest 
was made by the residents of Old Town when the 
abandonment was proposed, but it was shown that there 
was no prospect of developing sufficient traffic to meet 
the operating costs, and the municipal authorities 
agreed to the suspension. An attempt was made to 
operate certain bus trips over the old Post Road, but 
the paving was so bad that even this was abandoned and 
all bus trips are now made via the state highway. 

Deducting about 4 miles of track abandoned between 
North Attleboro and South Attleboro, the single-track 
railway mileage is now 26.5. This represents about 23 
route miles and 3.5 miles of second main track, sidings, 
etc. The total length of the bus lines operated by the 
Interstate Street Railway is 26.63 miles. Of this, 
however, some 6 miles, between South Attleboro and 
Providence, is common to two routes, so that bus service 
is furnished along about 20 miles of highway. The 
transportation furnished by the railway, as represented 
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by 36,000 car-miles per month, is slightly in excess of 
that furnished by the buses, which approximates 30,000 
miles per month. 


HELPFUL ATTITUDE OF PUBLIC 


One of the outstanding features of the railway situa- 
tion in this district is the co-operation which has been 
received from the public. During the receivership the 
situation became so grave that the people of the Attle- 
boros were practically forced to decide whether they 
wished to see the service continued or to have it 
suspended and replaced by bus service. The verdict 
that the railway: should be continued was nearly 
unanimous. With that end in view the municipal 
authorities have done all within their power to assist 
the railway management. Permission was granted to 
increase the fare for school children. This, however, 
failed to produce much additional revenue. The com- 
pany has been relieved of the necessity of furnishing 
liability bonds for its buses. All requests for permits 
to operate local bus service in competition with the 
railway service or the railway company’s bus service 
have been denied. Unfortunately, however, the location 
of this territory so near to the Massachusetts-Rhode 
Island state line has made it possible for independents 
to engage in interstate bus business in a. manner that 
has affected the company’s revenue adversely. 

To aid the new management in the selection of a 
nickname for the combined car and bus system of the 
Interstate Street Railway, the Attleboro Sun conducted 
a lively contest. It was desired to secure a brief, 
distinctive name and also a slogan. Winners of the 
contest were given a week’s free vacation at a nearby 
summer hotel. The winning name was the “Bee Line” 
and the slogan “Serving and Saving You.” The variety 
of uses to which this name is adapted was a controlling 
factor in the decision. For example: “A Bee Line is 
the shortest route.” Many catch phrases can be built 
up around this name, such as “B comfortable while you 
ride.” A sign has been placed on the front of each of 
the buses, carrying a large letter “B” as well as the 
name Interstate. By this means it is possible to 
identify the company’s vehicles at a distance. 


FINANCIAL ASPECTS ENCOURAGING 


Although operation of the Attleboro Branch Railroad 
had been under the direction of the new owners since 
Jan. 30, actual management of the unified system was 
taken over only on June 30. Sufficient time has not 
yet elapsed to make possible an accurate determination 
of operating costs and revenue under the new arrange- 
ment. The indications are, however, that the passenger 
traffic will be slightly larger than it was when the old 
cars were operated and that the expenses will be much 
reduced. It is expected that the operating costs will be 
about 25 cents per car-mile. With revenue the same 
as or better than last year, this should Pere a reason- 
able return on the investment. 

Financial aspects of bus operation are difficult to 
determine at this time, because of the independent com- 
petition already mentioned. It is, however, noteworthy 
that many of the residents of the Attleboros prefer to 
wait for a Bee Line bus rather than patronize an in- 
dependent. With competition eliminated, as may eventu- 
ally be expected, the load factor on the company buses 


will be increased, and should result in profitable 
operation. 
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State Railroad Electrification 


in Sweden 


LECTRIFICATION of the Stockholm-Gothenburg 

section of the Swedish State ,Railways is progress- 
ing rapidly and it is expected that conversion of the 
whole line, a distance of about 286 miles, will be com- 
pleted by the end of the present year. 

Single-phase current at 16% cycles and 16,000 volts 
on the trolley line is being used: The electric energy 
is taken from the state-owned system of main three- 
phase transmission lines at substations near the rail- 
way at Sodertalje, Skoldinge, Hallberg, Moholm and 
Alingsas. At each of these places converting stations 
are being erected with motor-generators for changing 
three-phase to single-phase current. The three-phase 
lines have different tensions, varying from 50,000 to 
130,000 volts, which will be transformed down to 6,000 
volts for the motors in the substations. The single- . 
phase current will be generated at 3,000 volts and 
stepped up by means of transformers to 16,000 volts. 

In both the Sodertalje and.Alingsas substations there 
will be three motor-generator sets and in each of the 
other substations two sets. All these motor-generators 
will be alike and each will have an output on the single- 
phase side of 2,400 kva. continuously, with a maximum 
of 4,800 kva. Each substation will feed its own sep- 
arate section of the trolley line system. These sec- 
tions will vary in length from 47 miles to 714 miles and 
will each be sectionalized in front of the substations. 

The insulated copper cable for the return current 
will be connected to the rails at every § mile on the 
first 123 miles from the substations and at every 12 
mile on the rest of the section. Drainage transformers 
will be connected in the trolley line and the return cable 
at points midway between the connections from the - 
return cable to the rails. No bonding is necessary in 
this.case, for the rails and track can be handled with- 
out any precautions for preventing danger to repair- 
men. 

AJjl 50 electric locomotives ordered for the line are 
of similar design and construction, except that they 
will be made with two different gear reductions giving 
speeds for passenger service and for freight service. 
For passenger service the locomotive will haul trains 
weighing up to 500 tons with a maximum speed of 563 
m.p.h., and in freight service they will haul trains 
weighing up to 900 tons with a maximum speed of 
43% m.p.h. At the beginning ten locomotives will be 
allotted for passenger and 40 for freight service. 

The cost of electrifying this line is estimated at about 
$10,745,000, including $2,892,500 for the necessary loco- 
motives. Energy consumption is estimated at 50, ae 
000 kw.-hr. per year. 


1317 Buses Being Used in Los Angeles 


TOTAL of 131 buses are now operated or on order .: 

according to records of the equipment owned by 
the Los Angeles Railway and the Los Angeles. Motorbus 
Company. Forty-seven of the buses are double-deckers 
and 84 are single-deckers. The Los Angeles Railway 
has fifteen double-deckers and 38 singles, making a 
total of 538. The Los Angeles Motorbus Company has 


32 double-deckers and 46 single-deckers, making a total 
of 78. 


show an improvement. 


costs per car-mile for the 
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Records of Southern Properties 
Show Improvement 


Electric Railway Equipment’ Men 


at Semi-Annual Meeting Discuss 


Training of Apprentices, Inspection Methods, Improving 


Quality of Service, 
and Car 


PTIMISM was the keynote of the 

opening address by President A. 
D. McWhorter at the semi-annual meet- 
ing of the Electric Railway Association 
of Equipment Men, Southern Prop- 
erties, held at Knoxville, Tenn., July 
22-24. The properties represented in 


the association have passed through a 
* very successful six months, Mr. Mc- 


Whorter said, and all of their records 
Continuing, he 
said: 

“For us to maintain our equipment 
and shops in an up-to-date and efficient 
manner it is necessary for us to keep 
ourselves well posted on up-to-date 
shop practices, tools, etc. To keep well 
posted it is necessary for us to read our 
trade journal carefully and regularly. 
If our duties are not efficiently and con- 
tinually performed our companies can- 
not give satisfactory service. 


COMPARATIVE RECORDS VALUABLE 


“We should maintain in our depart- 
ment a system of records that will dem- 
onstrate by comparison at short periods 
of time whether we are using the right 
material and following the correct 
methods in the conduct of our business. 
Our records should be such that we 
could demonstrate to our management 
when necessary the economic advan- 
tages of making expenditures for shop 
extension, new tools, etc. A concrete 
proposition backed up by facts and 
figures will usually make an expendi- 
ture possible where an elaborate gen- 
eral statement as to the advisability) of 
an expenditure might fail. 

“The association records submitted 


for the years 1922, 1923, 1924 and 1925 


are most gratifying. In a number of 
instances we have brought our mileage 
per car failure up from a few hundred 
to an average above 10,000. The finan- 
cial statement has likewise showed 
favorable results and in most instances 
a reduction in maintenance costs has 
been accompanied by an improvement 
in car operation.” 

Pull-in records and maintenence 
first six 
months of 1925 on the different rail- 


| Ways comprising this association are 


shown in accompanying illustrations. 
CLASSIFICATION OF APPRENTICES 


Training of apprentices was the sub- 
ject of a committee report presented 
by A. Taurman. In this report it was 
suggested that there be three recog- 


a 
ee 


Reduction of Noise 
Painting 


nized classes of apprentices, regular, 
helper and special. An applicant for 
regular apprenticeship shall be between 
16 and 21 years of age and if accepted 
shall serve four periods of not less than 
2,500 hours each. A helper after one 
year’s service as such may be employed 
as a helper apprentice. In that capacity 
he must serve the equivalent of three 
years of not less than 290 days each. If 


retained in the service at the expiration 
of their apprenticeship regular and 
helper apprentices will be paid the rate 
established for journeymen mechanics 
of their respective class. 

Young men between the ages of 18 
and 26 who have had technical schooi 
education may be employed as special 
apprentices to serve three years of not 
less than 290 days each. They shall re- 
ceive training in all the various depart- 
ments and be moved about from place 
to place at the discretion of the man- 
agement. If retained in service at the 
expiration of the course a special ap- 
prentice may then choose the craft in 
which he desires employment and shall 
receive a special rate for the period of 
one year, after which he shall be classi- 
fied and receive the regular journey- 
man’s rate. Various other details con- 
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cerning the employment of apprentices 
were dealt with in the report of the 
committee. 

Papers dealing with the maintenance 
of electrical equipment of cars were 
presented by F. T. Dawkins and G. C. 
Krauss of the New Orleans Public Serv- 
ice, Inc. W. H. McAloney spoke on the 
design of street cars. Abstracts of 
these papers appear elsewhere in this 
issue. 

Co-operation between the mechanical 
and transportation departments was 
discussed by A. Taurman. He said 
that in the infancy of the industry 
there was a tendency for the shop and 
transportation departments to drift 
apart because the men had entirely dif- 
ferent training and ideas. Today the 
tendency is in the opposite direction 
and these departments are getting 
closer together. In the opinion of Mr. 
Taurman co-operation should begin 
with the design of cars and extend to a 
point where there is sympathetic un- 
derstanding between the men of the 
mechanical and transportation depart- 
ments. 

Reclamation shop practices of the 
New Orleans Public Service, Inc., were 
described by R. M. O’Brien. A paper 
on the subject of Duco car painting was 
read by Mr. Crawford of the DuPont 
company. Much interest was shown in 
this paper and the following discussion 
of that and other car painting methods. 


NOISE REDUCTION DISCUSSED 


Elimination of noise in car operation 
was the subject of a lively discussion. 
It was stated that this is more notice- 
able at the present time than in the 
past, because almost all other iron-tired 
vehicles had been taken off the street 
and the automotive vehicles now operat- 
ing are equipped with rubber tires. 
Among the factors mentioned as con- 
tributing to noise of operation were 
faulty track construction, brake shoes 
not properly hung, cast-iron wheels not 
true and looseness of truck parts. It 
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Overhauling Electric 
Equipment on 40,000-Mile 
Basis” 


By Frank T. DAWKINS 
New Orleans Public Service, Ine. 


N JAN. 19 of this year, a system 

of overhauling motors and other 
electrical equipment on a 40,000-mile 
basis was started in the shops of the 
New Orleans Public Service, Inc. That 
is, all-the motors, line breakers, circuit 
breakers, compressors and governors 
were removed from the cars and sent 
to the shops to be completely over- 
hauled. 

During the first four months of the 
system 359 motors have been completely 
overhauled and inspected. Armatures 
were taken out, tested, dipped and 
baked; fields taken out and overhauled; 
bearings replaced with new ones, if 
worn, and brush-holders repaired. In 
other words, the entire motor gone 
over for defects and repaired; in re- 
pairing the above number of motors, 
we have maintained an average of 22.4 
motors per week, while our weekly 
quota on the 40,000-mile basis is only 
14.5 motors, so we are keeping ahead 
of the schedule by 7.8 motors per week. 

To give an idea of the work in this 
line that has been accomplished, we 
may compare the first four months of 
the system with the previous four 
months. Since the system was started 
we have inspected 359 armatures. All 
of these have been tested, dipped and 
baked. During the four months before 
the system was started, a total of 2038 
armatures were handled at our shop, 
of which number 164 were dipped and 
baked. A total of twelve armatures 
needed rewinding since the beginning 
of the system, against 23 the four 
months before the system was started. 

The cost of inspecting these arma- 
tures, including labor and material, is 
as follows: 


Total Total Total 
Armatures Material Labor Inspection Cost per 
Inspected Cost Cost Cost Armature 
Sept. 19—Jan. 19.............. 164 $804.85 $1,844.60 $2,649.45 $16.15 
Jan. 19—May 19... ...0-.0555 359 1,227.96 2,144.60 3,372.56 9 35 


was the opinion of the members that 
the use of a sliding contact decreases 
the noise of operation. An extensive 
study of this subject is being made in 
Detroit, it was stated, and a copy of 
the report will be sent to the associa- 
tion at its conclusion. 

An application received from the Cin- 
cinnati, Newport & Covington Railway 
for membership in the association was 
favorably acted upon. On. the invita- 
tion of F. F. Rossman, vice-president 
and general manager Mobile Light & 
Railroad Company, the association de- 
cided to hold its next meeting at Mo- 
bile, Ala. 

Those at the meeting were: F. Wamp- 
ler, A. W. Jenkins, J. L. Brown, M. D. 
Wyrick, J. M. Kington, J. J. Vaughan, C. 


B. Tutwiler, W. H. McAloney, F. V. Un-. 


derwood, J. Ruck, G. C. Krauss, R. M. 
O’Brien, A. C. Colby, J. E. Lebow, S. M. 
Coffin, W. H. Curtis, C. E. Sawtelle, H. 
L. Turney, A. Taurman and A. D. Mc- 
Whorter, president. 


From this it can be seen that before 
the system was inaugurated it cost us 
$16.15 to inspect, dip, bake and dress 
an armature against $9.35 since that 
time. The material necessary to in- 
spect motor before Jan. 19 was $4.90; 
since that date the cost for material 
per motor has been $3.42. This saving 
in material has been accomplished by 
standardizing and having the proper 
tools to handle the material with the 
least possible waste. 
armatures, we have two armature 
winders, two helpers and an extra man 
besides these has been left on the fields 
and compressor armatures. 

The results from an electrical and 
mechanical standpoint have been very 
good, as we have a larger number of 
armatures that are in first-class condi- 


*Abstract of a paper presented at the 
semi-annual meeting of the Electric Rail- 
way Association of Equipment Men, South- 
ern Properties, held at Knoxville, Tenn., 
July 22-24, 


To handle the. 


Vol. 66, No. 9 


tion than at the end of the previous 
four months. Of the 359 inspected mo- 
tors, we have lost only. two armatures, — 
but from the failure of these two we 
have been able to correct the fault and 
do not expect to have similar failures 
within any reasonable length of time, 


Are We Meeting the 
Demand ?* 


By W. H. McALONEY 
Superintendent of Equipment 
Georgia Railway & Power Company, 

‘ Atlanta, Ga. 


T IS quite possible that congestion, 

a realization of costs, and higher 
taxes are causing owners of the private 
automobile to return to public convey- 
ances, and that the electric railways 
are going to have a gYadual steady 
growth. The higher standards and 
rubber-tired ideas prevailing call for 
a higher-class service. The various 
types of automobiles and degrees of 
luxury~in. coaches and buses are caus-— 


ing many people to feel that changes. 


in styles and designs of street cars are 
needed, and that, following some of the © 
ideas of merchandising, we must change 
designs and occasionally change ear 
colors. 

Equipment men as a rule do not 
enthuse over the radical changes fre- 
quently suggested. They think that 
styles for women and men may change, 
but not for street cars, and that the 
equipment man must be a balance wheel 
and lend his efforts to holding the in- 
stitution level. Perhaps we should not 
take the attitude that “we’ll give it to 
them if they want it,” but should work 
up more of an attitude of thinking in 
advance of the demands. 

We naturally have our minds on the 
detail subjects of bearing troubles, 
armature windings, door and step rig- 
ging, everlasting wear, various items 
of troubles about trucks, troubles 
caused by dirt and dust in ventilated 
motors, brushes and brush-holder 
troubles, and the other thousand and 
one things in and on a car. In addition — 
to the items of trouble, think of a car — 
and the public as one; think passen- 
gers, think fares, think of our loss with © 
the advent of the’ automobile, and how 
to recuperate. Why shouldn’t we have 
capacity for thinking broadly? There 
is no reason why people should think 
we have single-track minds. } 

When we think of cars as regards 
meeting demands, I belive we mean 
comfort, convenience, attractiveness and 
speed, and to whatever extent these 
may be lacking now changes are per- 
haps demanded. : 

It is important that the car be con- — 
venient, have speed, be cheerful and 
attractive. You may have good service, — 
but the peovle expect much. They ex-_ 
pect much better than they have had. 
I doubt sometimes whether they want — 
something new and different. . But it 
certainly is demanded that’ you keep 
that car clean, bright and inviting, and | 
that it be noiseless and speedy. 

We must think bearings, we must 
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think car wheels, and the various other 
ear troubles, but we must also broaden 
out and think of the street car as a 
whole. Think passengers, think in 
in terms of car fares. 

. Men and cars are the two items 
known to the public, and on the basis 
that a man may do his work pretty 
well if given good tools to work with, 
the most important part in meeting the 
demand is played by the men in the 
shops and carhouses. That is one of 
‘our big jobs—to have our men feel 
what an important part they have, and 
judging from the results the cities 
represented here are now getting in 
the way of reducing car failures, we 
think this last very important feature is 
being handled in an entirely satisfac- 
tory manner. 


Testing and Maintenance 
of Line Breakers* 


By G. C. Krauss 
- New Orleans Public Service, Inc. 


[INE breakers or line switches are 
used with type K or platform con- 


trollers on the cars of the New Orleans. 


Public Service, Inc. They prevent 
arcing in-controllers, prevent improper 
‘starting practices, and remove all over- 
load or ‘heavy arcing that annoys or 
frightens passengers on cars, as pre- 
vious hand-operated circuit - breakers 
would blow open. They also protect 
the motors and other electrical equip- 
ment from abuse and high maintenance 
cost. 

It is the practice of the rolling stock 
and shop department to remove all 
line breakers or line switches from cars 
at general overhauling periods on a 
40,000-mile basis and take them to the 

- shop for overhauling, proper adjust- 
ments and ampere setting. 

It is necessary that all electrical 
connections and parts be kept clean 
and tight and checked for proper re- 
sistance. This includes the shunts, 
cable terminals, interlocking parts, op- 
erating and holding coils, main contacts, 
resistance units, and clips. This will 
prevent burning and having an open 
circuit, which would cause a failure 
while in service. 

To enable us to do this work ac- 
curately and properly in the shop, it 
is necessary to have a special testing 
set, consisting of a bank of resistance 
grids tapped at different points to give 
various currents, by a combination of 
switches. 
open the main circuit to make the 
switch changes without arcing. The 
line voltage and amperage through the 

_ apparatus under test is read by instru- 
ments placed in the circuit with pro- 
tective switches. A eircuit breaker set 
at 600 amp. is placed in the main circuit 
for protection. 

It is the practice of our rolling stock 
and shop department to set all line 
breakers at approximately 130 per cent 
of the full load rating of the motors. 
In the past it had been found that 
unless these settings are checked care- 
fully in the shop and locked or sealed, 
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there was a tendency on the part of 
the operators to screw up on the set- 
tings so high. that even on severe over- 
load the line breakers would not open. 
This condition causes a very high main- 
tenance on motors and other electrical 
equipment. 

All carhouses on our property are 
instructed not to change these settings. 
Any line breaker that is found improp- 
erly set and giving trouble must posi- 
tively be returned to the shops for 
proper repairs and adjustment. 

The settings used on various types of 
our equipment are as follows: 


Num- Full Load Line 
Type ber Current, Breaker Per Cent 
of of per Motor, Setting, of Full 
Motor Motors Amperes Amperes Load 
G.H, 263 2 93 250 134 
G.E. 201 2 95 250 131 
G.E. 57 2 92 250 136 
G.E. 67 4 92 450 122 
G.E. 3u6 Z 94 2°0 133, 


Our department has just recently in- 
stalled two equipments of L-B-2-A con- 
troller handles on K-68-A and K-36-JR 
controllers. They eliminate the ratchet 
mechanism and contact on the bottom 
of the controller cylinder, and are 
mounted on the tops of the controllers. 
This handle on notching up or feeding 
up is just the same as all other con- 
trollers with line breaker equipment, 
but should it be moved 3 in. to ? in. 
back, or toward the off position, the 
auxiliary circuit of the line breaker is 
opened, thus opening main contacts 
on the line breaker before controller 
cylinder contacts have left the main 
fingers in the controller. This elimi- 
nates all burning in the controller when 
throwing the controller handle off. 

Cost of maintenance on controllers 
with L-B-2-A handles has been less 
than that on controllers with ratchet 
switch on the main cylinders. This is 
shown by the comparison given in the 
following: 

Car 622 with L-B-2-A handle made 
9,109 miles without expense. 

Car 6385 with standard controller 
handles made 9,930 miles at a cost 
of $1.73. 

Car 800 with L-B-2-A controller han- 


‘dle made 8,100 miles at a cost of 


82 cents. 


COMING MEETINGS 


OF 


Electric Railway and 
Allied Associations 


Sept. 10— Central Electric Rail- 
way Master Mechanics Association, 
Grand Hotel, Anderson, Ind. 


Sept. 28-Oct. 2— National Safety 
Council, Cleveland, Ohio. 


Oct. 5-9—American Electric Rail- 
way Association, annual convention 
and exhibits, Young’s Million Dollar 
Pier, Atlantic City, N. J. 

Oct. 21-23—American 
Society, Boston, Mass. 


~ Jan. 28-29—Central Electric Rail- 
way Association, French Lick, Ind. 


Welding 
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Car 806 with standard controller han- 
dles made 11,791 miles at a’ cost of 
83 cents. 


Re-examination of 
° * 
Trainmen 


By Dr. WILLIAM LOUIS WEBER 
Chief Surgeon Pacific Electric Railway, 
Los Angeles, Cal. 


ITH most railroads the custom- 
ary practice has been to conduct 
re-examination of the trainmen every 
three years, the men being sent into 
the examining doctor at such times as 
would suit the convenience of the ap- 
plicant or his superior. With our com- 
pany the procedure is as follows: 
After taking his book of rules examina- 
tion, which he must do every two years, 
the trainman visits the medical ex- 
aminer and submits to a physical ex- 
amination. This system has been in 
effect since February, 1925, and thus 
far has worked out most satisfactorily. 
Besides examining the usual run of 
applicants for new positions the doctor 
has been able to re-examine carefully 
ten trainmen a day. Re-examination 
of our trainmen has been most 
thorough. In addition to the time-hon- 
ored and usual acuity and color per- 
ception tests, hearing and general ap- 
pearance of the applicant, the follow- 
ing’ areas and organs are now ex- 
amined: Head and face, chest, condi- 
tion of teeth, upper and lower extremi- 
ties, respiratory system, circulatory 
system, including blood pressure and 
urinalysis in every case; pupils, co- 
ordination and reflexes. The applicant 
is stripped and his weight and general 
appearance noted. Needless to say, 
such a comprehensive examination may 
seem to many to be unnecessary, but 
it has by now so surely proved its 
worth that this company would never 
again be satisfied with a re-examina- 
tion of less thoroughness. 

At first some of the employees ob- 
jected on various grounds. Some felt 
that it was a ruse on the part of the 
company to ascertain their condition in 
order to cancel their life insurance. 
Others objected because they felt it un- 
necessary and time consuming. But 
when it was pointed out to the men 
that it meant nothing of the kind, but 
was being done to protect not only 
the company but also the individual 
from the inefficiency that undetected 
physical defects or disease produce, 
they felt assured that it was largely 
in their own interest and accordingly 
co-operated most cheerfully. I have in 
mind many instances where employees 
have expressed gratitude that certain 
conditions were brought to their atten- 
tion that otherwise would have been 
overlooked; for, as you all know, many 
disorders in their incipieney not infre- 
quently give rise to symptoms of such 
apparent insignificance that the patient 
goes blissfully on his way and is not 
awakened to his real danger until the 
disease has made serious inroads. 

From February, 1925, to July 1, this 
medical department has re-examined 
917 trainmen. The physical findings 
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are carefully checked over and, shou’d 
any defect be noted, the employee is 
requested to call at this office for 
further rechecking. Of the above num- 
ber but 56 were obliged to come in for 
further examination and treatment. 
This number does not include those 
suffering from incipient hernias, slight 
elevation of blood pressure, moderate 
defects in acuity of vision and other 
minor conditions which could be ad- 
vised upon by the examining doctor. 

The following are some of the con- 
ditions which required more detailed 
examination and, I believe you will 
agree, justify the thoroughness of our 
re-examinations and show the great 
practical importance of such an exam- 
ination: Locomotor ataxia, 3; ab- 
normally high blood pressure, 30; dia- 
betes, 8; hernias, 6, two of whom were 
operated upon; the remainder running 
the gamut from visual defects to leg 
ulcers. 

The above list represents individual 
cases, many of which showed more than 
one physical defect. Strangely enough, 
the locomotor ataxia cases were 
motormen who were rated highly as 
efficient trainmen; however, they were 
all taken from the cars and placed in 
other positicns. The diabetic cases 
were interesting in that none of the 
victims knew of their affliction, except- 
ing one motorman who stated that he 
had not been feeling well for some 
time and that he had lost weight. This 
man was passing ten quarts of urine 
in 24 hours and was in a serious condi- 
tion. However, he, with one other dia- 
betic, was placed in the hospital, where 
careful observation and treatment could 
be carried out, and I am happy to say 
both cleared up and returned to their 
posts. One case of extremely high 
blocd pressure, associated with organic 
heart disease, was placed at other work, 
and soon thereafter dropped dead while 
on duty. He sustained a minor lacera- 
tion of the scalp, and for some time 
it was thought that he had died from 
brain injury, but it was shown by our 
records, and later by a post-mortem 
examination, that organic heart disease 
and not, the injury was the cause of 
death. 

Strangely enough, we found no men 
with disqualifying visual or color per- 
ception defects. The majority ex- 
amined showed poor or bad teeth and 
were referred to the dentist sanctioned 
to take care of the employees. This 
dentist is located in the Pacific Electric 
Building, does his work for the em- 
ployees and their families on definite 
fixed schedule, at rates considerably 
less than outside dentists charge, and 
is under the jurisdiction of this medical 
department. 

In our opinion, regular re-examina- 
tion of railway employees, and particu- 
larly trainmen, has a definite and well- 
merited place in the zone of railway 
activities. Aside from the value from 
a possible accident prevention stand- 
point, the employee realizes that the 
company has his physical welfare in 
mind and will go the limit in attempt- 
ing to lessen or eradicate the inroads 
of disease. Furthermore any employee 
who does not approximate 100 per cent 
physically fit cannot give 100 per cent 
service to his employer. 
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American Association News 


Convention Programs of the Affiliated 


\ 


LANS for the Atlantic City con- 

vention of the American Electric 
Railway Association are rapidly taking 
definite form. Sessions of the Amer- 
ican Association and the affiliated asso- 
ciations will be held on Monday, Tues- 
day and Thursday, Oct. 5, 6 and 8. 
This is a change from previous conven- 
tions in that the American Association 
sessions have been advanced a day, 
beginning on Monday. Wednesday will 
be reserved for inspection of exhibits. 


Associations Announced 


The program for the American Asso- 
ciation meetings is not yet ready for 
pub ication,. but will be completed 
within the- next few days. The pro-~ 
grams for the affiliated associations, 
corrected by headquarters up to Aug. 
26, are given below. All sessions will 
be held at Young’s Million Dollar Pier, 
Atlantic City, N. J. 

Registration headquarters on the 
Pier will be open Saturday, Oct. 3, and 
Sunday, Oct. 4. 


ACCOUNTANTS’ ASSOCIATION 


Monday Morning, Oct. 5 
9:30 A.M. TO 12:30 P.M. 
REGISTRATION. 


Monday Afternoon, Oct. 5 
2 P.M. TO 4:30 P.M. 
Meeting Held in Accountants’ Room 


ADDRESS OF THE PRESIDENT. 

REPORT OF EXECUTIVE COMMITTEE. 

REPORT OF SECRETARY-TREASURER. 

APPOINTMENT OF CONVENTION COM- 
MITTEES. ON (a) RESOLUTIONS; (0b) 
NOMINATIONS. 

REPORT OF COMMITTEE TO REVIEW THE 
PROCEEDINGS OF THE ACCOUNTANTS’ 
ASssocIATION—A. B. McCoard, general 
auditor New Orleans Public Service, 
Inc., New Orleans, La., chairman. 

Discussion. 

Paper—‘Buttonholing the Car Rider,” 
by Lester E. Harris, business educa- 
tional bureau, Main & Company, ac- 
countants and auditors, Pittsburgh, Pa. 

Discussion. 


Tuesday Afternoon, Oct. 6 
2 P.M. TO 4:30 P.M. 

Meeting Held in Engineering Room 

JOINT SESSION 2 P.M. TO 2:30 P.M., 


ENGINEERING AND ACCOUNTANTS’ 
ASSOCIATIONS 


REPORT OF JOINT COMMITTEE ON EN- 
GINEERING ACCOUNTING—T. B. McRae, 
general auditor Chicago Rapid Transit 
Company, Chicago, Ill., and Robert B. 
Rifenberick, valuation engineer, Balti- 
more, Maryland, co-chairmen. 

Discussion. 

At the close of the discussion of the 
above report, the members of the Account- 
ants’ Association will adjourn to their 
meeting room, where the Accountants’ ses- 
sion will be continued. 

REPORT OF. COMMITTEE ON STORES 
ACCOUNTING—R. A. Weston, The Con- 
necticut Company, New Haven, Conn., 
chairman. 

Discussion. 

REPORT OF COMMITTEE ON RELATIONS 
WITH OTHER ASSOCIATIONS—F. E. Web- 
ster, general auditor Community Power 
& Light Company, St. Louis, Mo., chair- 
man. 

Discussion. 


AppRrESS—“Business Morale,” by J. 
H. Tregoe, executive manager National 
Association of Credit Men, New York, 
Ni Xe 


Wednesday, Oct. 7 


This entire day has been set. aside by 
the officers of the association for the 
inspection of manufacturers’ exhibits. 
Every delegate is urged to take advan- 
tage of the opportunity to visit the 
manufacturers’ booths, where the most 
modern equipment and latest appliances 
are on display. 


Thursday Afternoon, Oct. 8 
2 P.M. TO 4:30 P.M. 
Meeting Held in Accountants’ Room 


REPORT OF COMMITTEE ON STANDARD 
CLASSIFICATION ON ACCOUNTS—M. W. 
Glover, general auditor West Penn 
Railways, Pittsburgh, Pa., chairman. 

Discussion. 

REPORT OF COMMITTEE ON STANDARD 
CLASSIFICATION OF Bus ACCOUNTING— 
M. W. Glover, general auditor West 
Penn Railways, Pittsburgh, Pa., chair- 
man. : 

Discussion, 

REPORT OF COMMITTEE ON FREIGHT 
ACCcOUNTING—O. H. Bernd, secretary 
Des Moines City Railway, Des Moines, 
Towa. 

Discussion. 

PaPerR—‘“Cost Accounting,” by C. R. 
Stevenson, Stevenson, Harrison & Jor- 
dan, New York, N. Y. 

Discussion. 


REPORTS QF CONVENTION COMMITTEE) 


ON (a) RESOLUTIONS; NoMINA- 


TIONS. 
ELECTION OF OFFICERS. 
INSTALLATION OF OFFICERS. 


PRESENTATION OF PAST-PRESIDENT’S 
BADGE. 


CLAIMS ASSOCIATION 
Monday Afternoon, Oct. 5 


2 P.M. TO 5 P.M. 
Meeting Held in Claims Room 


READING OF MINUTES OF PREVIOUS 
MPETING. 


ANNUAL ADDRESS OF THE PRESIDENT. 
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ANNuAL REPORT OF EXECUTIVE Com- 


MITTEE. 
ANNUAL REPORT OF EGR eae: 
TREASURER. 

APPOINTMENT OF COMMITTEE ON 
NOMINATIONS. 


REPORT OF COMMITTEE ON EMPLOY- 
MENT—William G. Marshall, manager 
adjustment, Pittsburgh Railways, Pitts- 
burgh, Pa., chairman. 

Discussion. 

Pappr—“Motor Bus Accidents,’ by 
Charles E. Redfern, claim agent United 
Electric Railways, Providence, Rew. 

Discussion. 

Papmr — “Automobile Hazards,” by 
J. W. Giltner, chief claim agent North- 
ern Ohio Traction & Light Company, 
Akron, “Ohio. 

Discussion. 


Tuesday Afternoon, Oct. 6 
2 P.M. TO 5:30 P.M. 
Meeting Held in Greek Temple 


JOINT SESSION CLAIMS AND TRANS- 
PORTATION AND TRAFFIC ASSOCIATIONS. 

REPORT OF JOINT COMMITTEE ON ACCI- 
DENT PREVENTION—Wallace Muir, At- 
torney at law, Lexington, Ky., and 
Charles W. Chase, president Gary 
. Street Railway, Gary, Ind., co-chair- 
men. 

Discussion. 

Paprr—“New Mechanical Devices for 
the Prevention of Accidents,” by M. H. 
Frank, manager of, railways Wisconsin 
Power & Light Company, Fond du Lac, 
. Wis. 

Discussion. 
PAPER—“Sickness and Accidents or 
Health and Safety,” by Dr. W. M. 


Holtz, chief of medical bureau Pitts- » 


burgh Railways, Pittsburgh, Pa. 

Discussion. 

Paper — “Schaeffer Prone Pressure 
Method of Resuscitation,” by Dr. Hart 
E. Fisher, chief surgeon Chicago Rapid 
Transit Company, Chicago, III. 

Discussion. 

Paper—‘A New Method of Taking 
Up Safety Work with Employees,” by 
Russell A. Sears, general claims attor- 
ney Boston Elevated Railways, Bos- 
ton, Mass. 

Discussion. 

Papmr — “Making Safety Popular,” 
by J. A. Van Osdol, general attorney 
Union Traction Company of Indiana, 
Anderson, Ind. 

Discussion. 


- Wednesday, Oct. 7 


This entire day has been set aside 
by the officers of the association for the 
inspection of manufacturers’ exhibits. 
Every delegate is urged to take advan- 
tage of the opportunity to visit the 
manufacturers’ booths, where the most 
modern equipment and latest appli- 

_ ances are on display. 


Thursday Afternoon, Oct. 8 
2 P.M. TO 5:30 P.M. 
Meeting Held in Claims Room | 

REPORT OF COMMITTEE ON MEDICAL 

AND SuRGICAL WorK—Dr. Frederick L. 

Mosser, Third Avenue Railway System, 
New York, N. Y. 

A series ‘of papers on various aspects 

of the claim department work is being 


arranged and will be announced later. 

Discussion. 

Parmr — “Methods Adopted with a 
View of Increasing the Average Num- 
ber of Witnesses per Accident,” by J. 
H. Handlon, claim agent Market Street 
Railway, San Francisco, Cal. 

Discussion. 

Parrr—‘Recording of Claim Costs,” 
by W. G. Marshall, manager adjust- 
ment department Pittsburgh Railways, 
Pittsburgh, Pa. , 

Discussion. 

Paprer—‘Suggested Methods to Fol- 
low in Keeping Posted as to the Move- 


ments of Plaintiffs and Witnesses 
Before and After Trial,” by R. E. 
Smith, chief investigator Cleveland 
Railway, Cleveland, Ohio. 

Discussion. 

REPORT OF COMMITTEE ON RESOLU- 
TIONS — W. H. Hyland, claim agent 
Fonda, Johnstown & Gloversville Rail- 
road, Gloversville, N. Y., chairman. 

REPORT OF COMMITTEE ON NOMINA- 
TIONS. 

ELECTION OF OFFICERS. 

INSTALLATION OF OFFICERS. 

PRESENTATION OF PAST-PRESIDENT’S 
BADGR. 


ENGINEERING ASSOCIATION 


Monday Afternoon, Oct. 5 


2 P.M. TO 5:30 P.M. 
All Meetings Held in Engineering Room 


ANNUAL ADDRESS OF THE PRESIDENT. 

ANNUAL REPORT OF EXECUTIVE COM- 
MITTEE. 

ANNUAL REPORT OF SECRETARY-TREAS- 
URER. 

APPOINTMENT OF CONVENTION COM- 
MITTED ON RESOLUTIONS. 

REPORTS OF COMMITTEES: 

Committee on Heavy Electric Trac- 
tion—John C. Davidson, engineer elec- 
trie traction Norfolk & Western Rail- 
way, Bluefield, W. Va., chairman. 

Discussion. 

Special Committee on Engineering 
Symbols—H. R. Stamm, care of W. R. 
Foote, New Haven, Conn., chairman. 

Discussion. 

Committee on Way Matters—H. H. 
George, Public Service Production Com- 
pany, Newark, N. J., chairman. 

Committee on Wood Preservation— 
A. P. Way, engineering department 
American Electric Power Company, 
Philadelphia, Pa., chairman. 

Discussion. 

Committee on Rail Corrugation—D. 
D. Ewing, professor of electric rail- 
way engineering Purdue University, 
Lafayette, Ind., secretary; W. 
Wysor, chairman. 

Discussion. 


Tuesday Afternoon, Oct. 6 
2 P.M. TO 5:30 P.M. 


JOINT SESSION 2 P.M. TO 2:30 P.M., 
ENGINEERING AND ACCOUNTANTS’ 
ASSOCIATION 


REPORTS OF COMMITTEES: 

Joint Committee on Engineering- 
Accounting — Robert B. Rifenberick, 
consulting engineer, Toledo, Ohio, and 
T. B. McRae, general auditor Chicago 
Rapid Transit Company, Chicago, Ill., 
co-chairmen, 

Discussion. 

At the close of the 
above report, the members of the Account- 
ants’ Association will adjourn to their meet- 
ing room and the session of the Engineer- 
ing Association will be continued. 

Committee on Unification of Car De- 
sign—H. H. Adams, superintendent 
shops and equipment Chicago Surface 
Lines, Chicago, Ill., chairman. 

Discussion. 

Special Committee on Air Reservoir 
Specifications—R. H. Dalgleish, chief 
engineer the Capital Traction Com- 
pany, Washington, D. C., chairman. 

Discussion. 


discussion of the 


Special Committee on Car and Car- 
house Wiring—H. H. Adams, superin- 
tendent shops and equipment Chicago 
Surface Lines, Chicago, Ill., chairman. 

Discussion. 

Committee on Hquipment—Pierre V. 
C. See, superintendent car equipment 
Northern Ohio Traction & Light Com- 
pany, Akron, Ohio, chairman. 

Discussion. 

Committee on Buildings and Struc- 
tures —W. F. Graves, chief engineer 
Terre Haute, Indianapolis & Eastern 
Traction Company, Indianapolis, Ind., 
chairman. 

Discussion. 


Tuesday Afternoon, Oct. 6 


PURCHASING AGENTS AND 
STOREKEEPERS 


Session held under the auspices of the 
Committee on Purchases and Stores, Engi- 
neering Association. 

2 P.M. TO 4 P.M. 
Meeting Held in Claims Room 

ADDRESS OF WELCOME—By C. H. Clark, 
president American Electric Railway 
Engineering Association. Remarks by 
J. N. Shannahan, president of Ameri- 
can Electric Railway Association. 

REPORT OF COMMITTEE ON PUR- 
CHASES AND STORES—P. F. McCall, su- 
perintendent of purchases and supplies 
Chicago, North Shore & Milwaukee 
Railroad, acting chairman. 

PaPmrs—“Outline Method of Dispo- 
sition of Surplus and Obsolete Mate- 
rial and Equipment,” by A. E. Hatton, 
superintendent of materials West 
Penn Power Company, Pittsburgh, Pa., 
and C. Thornburn, purchasing agent 
Pacific Electric Railway, Los Angeles, 
Cal. 

Discussion. 

INFORMAL TALK—E. F. Wickwire, 
vice-president Ohio Brass Company, 
Mansfield, Ohio. 


Wednesday, Oct. 7 


This entire day has been set aside 
by the officers of the Association for 
the inspection of manufacturers’ exhi- , 
bits. Every delegate is urged to take 
advantage of the opportunity to visit 
the manufacturers’ booths, where the 
most modern equipment and latest ap- 
pliances are on display. 


Thursday Afternoon, Oct. 8 
2 P.M. TO 5:30 P.M. 
Meeting Held in Engineering Room 


REPORTS OF COMMITTEES. 
Committee on Power Transmission 
and Distribution—Charles H. Jones, 
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electrical engineer Chicago Rapid Tran- 
sit Company, Chicago, Ill., chairman. 

Discussion. 

Committee on Power Generation and 
Conversion—L. D. Bale, superintendent 
of substations Cleveland Railway, 
Cleveland, Ohio, chairman. 

Discussion. } 

Special Committee on Automatic 
Substations—Adrian Hughes, Jr., su- 
perintendent of bus transportation 
United Railways & Electric Company 
of Baltimore, Baltimore, Md., chair- 
man. 

Discussion. 

Committee on Codification of Power 
Failures—W. E. Bryan, superinten- 
tendent of power United Railways of 


St. Louis, St. Louis, Mo., chairman. 

Discussion. 

Committee. on Purchases and Stores 
—P. F. McCall, superintendent of pur- 
chases and supplies Chicago, North 
Shore & Milwaukee Railroad, High- 
wood, Ill., acting chairman. 

Discussion. 

Committee on Resolutions. 

Committee on Nominations. 

ELECTION OF OFFICERS. 

INSTALLATION OF OFFICERS. 

PRESENTATION OF PAsT-PRESIDENT’S 
BADGE. 


Note: The action of the committee on 
standards will- be presented immediately 
following each recommendation of a stand- 
ing committee in which the Engineering 
Manual is involved. 


“TRANSPORTATION AND TRAFFIC ASSOCIATION 


Monday Afternoon, Oct. 5 


2 P.M. TO 5:30 P.M. 


Meeting held in Transportation and 
Traffic Room 


CONVENTION CALLED TO ORDER. 

ANNUAL ADDRESS OF THE PRESIDENT. 

ANNUAL REPORT OF THE EXECUTIVE 
COMMITTEE. 

ANNUAL REPORT OF THE SECRETARY- 
TREASURER. 

APPOINTMENT OF CONVENTION COM- 
MITTEES: 

(a) Resolutions. 
(b) Nominations. 

REPORT OF COMMITTEE ON Bus OP- 
ERATION—A. H. Ferrandou, manager 
motor coach sales Graham Brothers, 
Detroit, Mich. 

ForRMAL Discussion—J. A. Queeney, 
‘vice-president Mitten Management, 
Inc., Philadelphia, Pa.; G. A. Green, 
Yellow Coach Company; A. T. Warner, 
assistant to vice-president in charge of 
operation Publie Service Railway, New- 
ark, N. J.; R. B. Hill, superintendent 
of operation Los Angeles Railway, Los 
Angeles, Cal. 


Tuesday Afternoon, Oct. 6 
2 P.M. TO 5:30 P.M. 
Meeting Held in Greek Temple 


JOINT SESSION—TRANSPORTATION & 
TRAFFIC AND ‘CLAIMS ASSOCIATIONS. 

REPORT OF JOINT COMMITTEE ON ACc- 
CIDENT PREVENTION — Charles W. 
Chase, president Gary Street Railway, 
Gary, Ind., and Wallace Muir, attorney 
at law, Lexington, Ky., co-chairmen. 

ForRMAL Discussion — Victor T. 
Noonan, supervisor of accident preven- 
tion Chicago Surface Lines, Chicago, 
Ill.; Harriet E. Beard, A.B., super- 
visor of safety education, Detroit Pub- 
lie Schoo!s, Detroit, Mich. 

Discussion. 

Paper — “New Mechanical Devices 
for the Prevenion of Accidents,” by M. 
H. Frank, manager of railways Wis- 
consin Power & Light Company, Fond 
du lac, Wis. 

Discussion. 

PAPER—‘‘Sickness and Accidents or 
Health and Safety,” by Dr. W. M. 
Holtz, chief of medical bureau Pitts- 
burgh Railways, Pittsburgh, Pa. 

Discussion. 

PAPER —“Schaeffer Prone Pressure 
Method of Resuscitation,” by Dr. Hart 


E. Fisher, chief surgeon Chicago Rapid 
Transit Company, Chicago, Ill. 

Discussion. \ 

PapEerR—“A New Method of Taking 
Up Safety Work with Employees,’— 
Russel A. Sears, general claims attor- 
ney Boston Elevated Railway, Boston, 
Mass. 

Discussion. 

Paper —“Making Safety Popular,” 
by J. A. Van Osdol, general attorney 
Union Traction Company of Indiana, 
Anderson, Ind. 

Discussion. 


Wednesday, Oct. 7 


The entire day has been set aside by 
the officers of the Association for the 
inspection of manufacturers’ exhibits. 
Every delegate is urged to take advan- 
tage of the opportunity to visit the 
manufacturers’ beoths, where the most 
modern equipment and latest appli- 
ances are on display. 


Thursday Afternoon, Oct. 8 
2 P.M. TO 5:30 P.M. 


Meeting Held in Transportation and 
Traffic Room 


REPORT OF COMMITTEE ON TRAFFIC 
CONGESTION — George B. Anderson, 
manager of transportation Los Angeles 
Railway, Los Angeles, Cal., chairman. 

ForMAL Discussion—H. B. Flowers, 
president New Orleans Public Service, 
Inc., New Orleans, La., Thomas Fitz- 
gerald, vice-president and general man- 
ager Pittsburgh Railways, Pittsburgh, 
Pa., Peter Witt, Cleveland, Ohio. 

General Discussion. 

REPORT OF COMMITTEE ON SELLING 
TRANSPORTATION—W. EF). Wood, chair- 
man. 

FormaL Discussion—W. H. Boyce, 
commercial manager Pittsburgh Rail- 
ways, Pittsburgh, Pa.; H. B. Potter, 
assistant to president United Railways 
& Electric Company, Baltimore, Md.; 
L. J. DeLamarter, vice-president and 
general manager Grand Rapids Rail- 
way, Grand Rapids, Mich.; W. R. 
Power, general manager Ohio Valley 
Electric Railway, Huntington, W. Va.; 
R. N. Graham, manager of railways 
Pennsylvania-Ohio Electric Company, 
Youngstown, Ohio; R. B. Stearns, vice- 
president and general manager East- 
ern Massachusetts Street . Railway, 
Boston, Mass. 


GENERAL BUSINESS: 
Report of Committee on Resolu- 
tions. y 
Report of Committee on Nomina- 
tions. 
ELECTION OF OFFICERS. 
INSTALLATION OF OFFICERS. 
PRESENTATION OF PAST-PRESIDENT’S 
BADGE. 
ADJOURNMENT. 


Biggest A:E.R.A. Convention 
Ever Held Assured 


VER 90 per cent of the space that 

has been assigned for exhibits at 
the convention of the American Elec- 
tric Railway Association, to be held at 
Atlantic City, Oct. 5-9, has been paid 
for. Of the 100,000 sq.ft. space on the 
pier, slightly less than one-third is be- 
ing taken by manufacturers of buses. 
Including the space in Shelburne Court, 
the assignments to manufacturers of 
buses and automotive accessories will 
amount altogether to approximately 
40,000°sq.ft- 

Everything points to this year’s show 
being the best that has ever been held 
by any association. Unquestionably it 
will be the largest exhibit of its kind. 
The space taken for buses and trucks 
will be materially in excess of that at 
any other display. 

Advance registration at association 
headquarters indicates a record-break- 
ing attendance. Many manufacturers 


are taking advantage of their privilege. 


to invite guests and they are sending 
in requests to Association headquarters 
for guest cards and ticket certificates 
which will permit the purchase of 
round-trip railroad tickets at reduced 
rates for those planning to attend the 
convention. : ; 


Management and Operation 


ENTATIVE conclusions and recom- 
mendations to be included in the 
final printed report were discussed at a 
meeting of the committee on manage- 
ment and operation, held at association 
headquarters, New York, Aug. 21. The 
regional directors have prepared their 
reports based on the observations of 
the members in their respective dis- 
tricts, outlining briefly the outstanding 
problems and accomplishments. This 
information will be published as an 
appendix to the report of the com- 
mittee. 
The detailed information collected has 
been forwarded to association head- 


quarters, where it is being compiled by | 


an editing committee into a handbook 
which will be printed and distributed to 
all members of the association after the 
convention. 

Six principal problems were disclosed 
by the survey which the committee 
made and particular attention has been 
given to them. These are the auto- 
mobile and the motor bus,’ public and 
employee relations, popularizing serv- 
ice, accident rrevention, operating econ- 
omies and traffic congestion. 

Those present at the meeting were 
Samuel Riddle, F. B. Walker -repre- 
senting R. B. Stearns, E. S, Wilde, 


-G. W. Welsh, and R. F. Carbutt, vice- 


chairman. 
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Hydraulic-Mechanical Press 
for Controller Drums 


By ToLLA DUNN 


Foreman Hlectrical Shop, Kansas City 
Railways, Kansas City, Mo. ~ 


VERHAUL of controller drums 
has been speeded up by the com- 


‘bined hand and hydraulic press de- 
‘veloped in the shop of the Kansas 


City Railways. This press is used 
for assembling and stripping con- 


‘troller drums for K-14, K-6, K-10, 


cylinder is carried in a cross head 
movable on two 134-in. round bars 
extending the length of the bench. 
With a hand wheel and screw, the 
cylinder may be moved forward 
or back, either while it is idle or 
while under pressure. Thus, al- 
though the total water pressure de- 
veloped amounts to about 44 tons, 
this can be increased with the hand 
wheel to a total of 15 tons if re- 
quired. 

At the opposite end of the press 


Special Hydraulic and Hand Press Developed in the Kansas City Railways Shop for 


Overhauling Controller Drums. 


It Reduces the Time Required to About 


One-fourth of that Formerly ‘Taken 


The Entire Device Is Mounted on a Bench. 


K-35 and K-63B controllers. It is 
also used in connection with work on 
reverser cylinders. 


City water pressure at 90 lb. is 


used in the large cylinder of the 


press. This is made of a 12-in. 
brake cylinder. The hydraulic pres- 
sure is controlled through an ordi- 
nary cut-off valve. A spring inside 
the cylinder brings the piston back 
when the water is cut off. 

The entire press is mounted hori- 
zontally on a bench, as shown in the 
illustration. This is approximately 
10 ft. long over all. The hydraulic 


The Cylinder Can Be Moved Along the 
Horizontal Guides by Means of a Screw and Hand Wheel 


the dead head is adjustable along 
the guide bars by means of pins 
placed in holes in the guide. This 
facilitates handling of controller 
drums of various lengths. Short 
mandrels with centers so that they 
can be placed against the piston are 
used as fillers when the total stroke 
in the cylinder is not sufficient to 
take care of a particular piece of 
work. 

Controller drum bushings are 
readily pressed in or out without 
danger of breaking. Since in the 
general run of work only the amount 


——— 


of pressure developed in the hydraulic 
cylinder is required, the press op- 
erates rapidly and materially speeds 
up controller overhaul work. With 
this equipment, the time required 
for overhauling the average con- 
troller drum has been reduced from 
about 74 hours to two hours, or 
slightly more than one-quarter of the 
time formerly taken. 


Adjustable Scaffold for 
Car Painting 


AR painters in the New Haven 

shop of the Connecticut Com- 
pany use an adjustable rolling scaf- 
fold which resembles in certain 
respects the rolling platform used 
in the shops of the Georgia Railway 
& Power Company, Atlanta, de- 
scribed in ELECTRIC RAILWAY JOUR- 
NAL of June 28, 1924, page 1025. A 
distinctive feature of the device used 
in New Haven is the placing of hori- 
zontal members at close intervals 
between the uprights. This permits 
the adjustment of the scaffold to any 
desired height. Moreover, it is pos- 
sible to place a second platform 
under the first. The advantage of 
this arrangement is that the tank 
used in spray painting can then be 
carried on the lower platform. 
Spray painting is used by the Con- 
necticut Company on all service cars 


Movable Painter’s Scaffold Is Arranged to 
Carry All Needed Apparatus 


and on the roofs of its passenger 
cars. The method of arranging the 
apparatus on the rolling scaffold is 
shown in the illustration. 
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Spring Latch for Commu- 
tator Inspection Cover 


EVER latches used to hold down 
the commutator inspection cov- 
ers on old style General Electric 
motors have been replaced by the 
United Electric Railways, Provi- 
dence, R. I., by a novel spring device. 
Essentially this consists of two rings 
connected by a GE-80 brush-holder 
spring. This spring passes through 
the hole in the lower lug and is con- 
nected to an ordinary harness ring, 
which prevents it being pulled out of 
position. 

The upper end of the spring is 
attached to a rectangular handle 
made of 3-in. steel rod. Grooves 
have been cut in the cover lugs to 
hold this handle. In the middle, 
where the handle is connected to the 
brush-holder spring, an eccentric 
bend has been made in the rod. This 
is so arranged that the spring is ex- 


Hl ay 
ii’ Harness ring! 


Vhis Simple Arrangement Is Effective for 


Keeping Commutator Inspection 
Cover Closed 


tended to a maximum when the han- 
dle is above the upper lugs and when 
it is rotated through 180 deg., to a 
position between the upper and lower 
lugs, the spring is slightly relaxed. 
This serves to keep the latch tightly 
closed. 


Device for Installing and 
Removing Bearings 


OR removal or installation of 

armature bearings the Reading 
Transit Company, Reading Pa., uses 
a handy device in which the power is 
applied by an old brake cylinder. 
This has been mounted with the 
piston end down on a steel frame- 
work. Underneath the end of the 
piston is a shaped horizontal bar 
pivoted on the remote side of the 
frame. Between the pivot and the 
piston an attachment has been made 
for pressing against the face of the 
bearing. The lever arm to this at- 
tachment is only about one-quarter 
as long as that to the point where 
-the piston strikes. It is thus possible 
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Strong Pressure on Bearings Is Secured by 
This Arrangement of Piston and Levers 


to secure a very strong pressure on 
the bearing. Control of the brake 
cylinder is by an engineer’s valve 
located on the middle upright of the 
framework. 


Continuous Rail Welded 
Into Frog 


XPERIMENTAL work in re- 

habilitating special trackwork is 
being done by the Union Street Rail- 
way, New Bedford, Mass. Several 
frogs have been built up after they 
had become badly battered or broken 
down where one rail of the track 
was used continually, the other rail 
being used only in cases of emer- 
gency rerouting. After thoroughly 
cleaning out the center of the frog, a 
continuous rail was built up by weld- 
ing. An electric welder was used 
to build up and an electric track 
grinder to shape and smooth the new 
rail. The grooves of the rails on 
each side of this new continuous rail 
were then filled in by the same 
means. This filling in made a 


Service Rail of Frog Used Only for 
Emergency Rerouting Has Been 
Built Up by Welding 
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gradual rise, so that the flange of 
the wheel could easily rise and ride 
over the filled-in rail when it was 
necessary to use this track for 
emergency reroutings. 

Several of these frogs were re- 
paired two years ago and from pres- 
ent indications are good for con- 
siderably more service. The expense 
of this reconditioning is nominal 
when compared with the cost of in- 
stalling new special trackwork. 


Trolley Carriage for Moving 
Cars in Shop 


OR roads which use the third 

rail or underground contact sys- 
tem it is quite desirable to eliminate 
the surface contacts in shops, as 
these are a source of danger to work- 
men. Where cars are equipped with 
both trolley poles and contact shoes 
it is the usual practice*to install 
trolley wire in the shops and use the 


Overhead Trolley Contact Carriage Used in 
the Shops of the New York & 
Harlem Railroad 


trolleys for supplying power to the 
car equipment. Where cars are not 
equipped with trolleys some other 
arrangement is desirable. 

To meet this latter condition the 
New York & Harlem Railroad, New - 
York City, which uses the under- 
ground conduit contact system, has 
equipped its shops with an overhead 
trolley system and uses a contact 
carriage with leads to supply the 
power to the cars while they are in 
the shops. An accompanying illus- 
tration shows the equipment used. 

The overhead traveling trolley car- 


a 
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riage consists of a framework of 13- 
in.x}-in. steel bars, which connects 
to four standard 4}-in. trolley wheels. 
The trolley wheels run on two 2-in. 
x2-in. steel angles, spaced on 15-in. 
centers, which constitute the over- 
head trolley system. The horizontal 
legs of the overhead angles are 
placed inside, so that convenient sup- 
ports can be fastened outside and 
still leave sufficient space so as not 
to interfere with the trolley wheels. 
The carriage which hangs between 


: > S 
& New Equipment Available 


the two contact rails has a supporting 
base 24 in. below the center of the 
contact wheels. A spiral spring 30 
in. long is hung from this carriage 
and the two contact leads are pro- 
vided with slack between the base 
and the lower end of the spring. 
From this point the two leads extend 
to two plugs inserted in receptacles 
at the center of the car. It is neces- 
sary to have two leads with the 
underground contact system, since an 
ungrounded system is used. 


Power-Operated Reamer 
for Bench Work 


ESIGNED to grip the work 

firmly and to operate electrically 
when finishing such parts as bush- 
ings, spring shackles, connecting 
rods, pistons and the like, a new 
machine manufactured by the George 
H. Blettner Company, Chicago, II1., 
has been placed on the market. This 


i - 


Power-Operated Reamer Drive 


‘machine is powerful enough to re- 
‘move 0.020-in. stock with each pass 
-of the reamer from bronze bushings 
up to 13 in. and babbitt up to 23 in. 
diameter. The spindle is provided 
‘with a geared scroll chuck which 


takes reamer shanks up to if in. 

The adaptability of this electrical 
device to bench work is the out- 
standing feature and makes it a 
handy tool in automotive and rail- 
way repair shops. It is easily and 
quickly mounted on the bench and 
occupies a space of only 7x15 in. 
This machine is operated by means 
of a Westinghouse i-hp. motor 
mounted on a base provided for it. 
A regular running speed of 38 r.p.m. 
is obtained by means of a balanced 


gear reduction running in oil. 


This machine is simple in design, 
sturdy and compact in construction 
and weighs only 80 lb. prepared for 
shipment. It is finished in black 
enamel to give it a pleasing outward 
appearance. 


Rocking Motion Provided 
for Forks of Truck 


OR transporting material which 

is stacked, it is desirable to pro- 
vide forks, so that the stacks of ma- 
terial will not be disarranged by 
jarring. To meet this condition the 
Elwell-Parker Electric Company, 
Cleveland, Ohio, has brought out a 
new type of tractor, the upright of 
which may be tilted to an angle of 


40 deg. Loads are carried in an 
inclined position, so that miscella- 
neous parts will tend to align them- 
selves during traveling. 

The vertical and rocking motion 
of the forks is obtained by means of 


The Folding Forks Reduce Over-All Length 
for Cramped Conditions 


a double-drum electric hoist. The 
upper drum rocks the frame, while 
the lower one elevates the load. The 
upper drum cable pulls the uprights 
toward the operator against the ac- 
tion of a pair of heavy springs. 
These springs with the cable form 
a cushioned rest for the load and 
when the cable is fully paid out the 
uprights pitch forward - slightly, 
which, in turn, throws the tips of the 
forks downward. 

Each of these two motions is ob- 
tained independently of the other. 
When approaching a load the fork 
may be raised to the proper height 
and thrust under it. The load can 
then be lifted and either raised to 
a greater height or lowered to the 
floor, as desired. It may be inclined 
to an angle by rocking the frame 
and in the inclined position may be 
transferred to its destination. 

When the tractor is driven with- 
out load, the forks may be folded 
back on the truck so as to decrease 
the over-all length of the truck con- 
siderably. 


Rocking Upright and Forks Provide a Convenient Arrangement for Lifting and Transporting Loads 


At left; the forks are lowered to an in- 
-clined position when approaching the load. 


Center view, for transporting material 
the uprights are inclined 40 deg. 


At right, by elevating the forks, stack- 
ing of materials is easily accomplished. 
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Details of Akron Avbiteation 


Bus Operators Need Not Join Amalga- 
mated—City with Nothing But 
Buses Seen Ahead 


Bus operators in the employ of the 
Northern Ohio Traction & Light Com- 
pany need not’ join the Amalgamated 
Association under the arbitration deci- 
sion handed down by J. W. McCausland, 


chairman, and concurred in by Charles: 


Currie, for the company, of the board 
of arbitration which recently heard the 
case. The issue also involved the ques- 
tion of wages for the trainmen of the 
Akron City division and the interurban 
men in the employ of the company. 

As noted briefly in this paper for 
Aug. 22, page 296, the board refused 
to grant an increase in wages except to 
operators of one-man cars. They were 
given a differential of 4 cents above the 
scale. This wage increase is retro- 
active to May 1 and is effective until 
May 1, 1926. The board said: 


We feel that it would be unfair to com- 
pel the bus men to permit the union to 
contract concerning their rights. The 
parties most interested—the company and 
bus men—appear to be satisfied and we, 
therefore, hold the contract shall regulate 
only the wages and working conditions of 
motormen, conductors and brakemen em- 
ployed by the company, and that the words 
“and other employees” should be stricken 
from the contract. 


Patrick Shea, representing the Amal- 
gamated Association, made a hard fight 
to have the words “and other em- 
ployees” retained in the contract, tak- 
ing the position that it covered the bus 
operators in the employ of the company. 
His contention was that a large num- 
ber of the bus drivers were members 
of the association and that if the words 
did not go into the contract they had 
no protection. This opinion was shared 
by G. F. Kasch, arbitrator for the men. 


No More STREET CARS IN TEN YEARS 


On the question of wages, the board 
said: 

There was much evidence to show that 
the company is rapidly changing >:over its 
cars for one-man operation in the city of 
Akron, and that at the present time a 
large number of them are operated by one 
man. 

From an examination of the books and 
records of the company it is evident the 
company is operating its present Akron 
City system at a loss. A wage advance 
will increase the amount of this loss. We 
are convinced the days of the street ;cars 
are numbered if the number of passengers 
carried continues to decrease as rapidly. in 
the next few years as in the last few. 
Should this condition continue, there will 
be no street cars running in Akron in ten 
years. This condition is the result of a 
large increase in the number of privately 
owned autos and the rapidly increasing 
popularity of the buses. 

We therefore feel that the operators of 
the one-man cars are entitled to a higher 
rate of pay because of the conditions con- 
fronting street railway operation. 
scale paid operators of the two-man cars 
compares favorably with that paid through- 
out the United States. 


While the board did not express itself 
in the written opinion, it said that the 


cents less an hour. 


The, 


one-man car operation might solvé the 
problem of keeping street railway sys- 
tems going and that the hope for the 
future rested in the ability of the man- 
agement of the street railway to hold 
down operating costs. 

The new rate for one-man operation 
is: First year, 52 cents an hour; sec- 
ond year, 54 cents an hour; third year 
and thereafter, 57 cents an hour. The 
city scale for two-man operation is 4 
The scale of 53 
cents for the first year, 55 cents for the 
second and 58 cents for the third year 
for interurban operators remains. 

The company has announced it in- 
tends to increase the pay of its bus 
operators, but the amount has not. been 
fixed. A 


Wisconsin Project Again 
Abandoned 


The hearing on the proposal of the 
Southern Wisconsin Railway to build a 
line from Madison to Sturgeon Bay via 
Fond du Lae and Manitowoc was not 
attended by the principals in the case 
and a ruling which will be recommended 
to the state body by the commissioner 
who presided will, if adopted, wind up 
the affairs of the company, started 
more than 50 years ago. It is about 
two years since the project was revived 
by Attorney C. D. Smith of Fond du 
Lac and work on the grading was 
started at Tisch Mills. Almost from 
the first there was trouble regarding 
finances, it was stated. The state re- 
fused Mr. Smith permission to sell 
stock. He contended that it had no 
power in this case as the corporation 
had been started many years ago and 
was not subject to new regulations. 
The matter was in the courts for some 
time. Finally, a hearing on the mat- 
ter was ordered at Stangelville and 
held in that village on Aug. 17 last. 
Attorney Markham had a signed pro- 
test in which it was claimed the com- 
pany had no financial standing. The 
project has been referred to previously. 


Saginaw Approves Fare Increase 


Voters of Saginaw, Mich., approved 
on Aug. 25 a fare increase for the 
Saginaw Transit Company, operators 
of the street car-bus system, which was 
given a 15-year franchise on June 25, 
19238. The rate under the vote sanc- 
tioned by the people is three tickets 
for 25 cents. The cash fare remains 
10 cents. Four tickets were formerly 
sold for 25 cents. Under the vote the 
City Council was given the right to 
adjust the ticket fare as revenues war- 
rant, but it is not to be less than four 
tickets for 25 cents nor higher than 
three tickets for 25 cents. Although a 
light vote was registered, still there 


were 113 more votes cast than the 60- 


per cent required. 


Fare Question in Dallas 


Company There Earns Permissible 
Return, but Is Unable to Expand 
Its System 


The question of an increase in fare 
is up for consideration in Dallas. It 
arose from the proposal to establish 
independent bus service for certain por- 
tions of Greater Dallas not now served 
by the Dallas Railway. It was proposed 
that permits or franchises be given for 
the operation of buses to White Rock, 
and possibly other portions of Dallas. 
The filing of this request with the City 
Commission so aroused citizens living 
along the ~proposed routes that the 
Dallas Chamber of Commerce under- 
took a study of the transportation prob- 
lem as it affected the entire city. 

The outgrowth of this study was a 
report to the City Commission in which 
the committee said: 

We are opposed to the granting of any 
permits, under present conditions, for the 
operation of motor bus lines within the 
business zone. 

The committee then advanced the 
suggestion that the transportation 
needs of the entire city should be 
studied and, if possible, plans be de- 


‘veloped whereby the Dallas Railway 


would be enabled to care for these 
needs. 

An analysis of the existing situation 
clearly shows that under the 6-cent fare 
the company has been unable to keep 
its property in first-class shape and 
that equipment is depreciating. The 
purchase of new equipment and the ex- 
tension of lines, or the building of new 
lines, is out of the question under the. 
present fare. 

It has been suggested that the fare 
be increased from 6 to 7 cents to per- 
mit the company to keep its property 
in good repair, buy necessary equip- 
ment and make extensions to serve por- 
tions of Dallas now without railway 
service. 

The company has not made formal 
request for the increase of fare, but 
since’ the problem is before the public, 
the officials have set forth in questions 
and answers style the following expo- 
sition for the benefit of its employees: 

Q. How much additional revenue will a 
qgent fare yield than the present 6-cent 
are: 

A. Approximately $500,000 a year, 

Q. How much will a 7-cent fare increase 
ae average car rider’s cost of transporta- 
1on¢ 

A. 2 cents per day; 60 cents a month; 
$7.30 a year, not excluding Sundays and 
holidays, “ were 

Q. As the company is earning:7 per.cent, 
why is it interested in a higher ‘fare? 

A. Because the earning from a 6-cent 
fare is not sufficient to pay the 7 per cent 
return and also provide money with which 
to keep cars, tracks and other property in 
proper repair, and replace it when worn 
out, 

Q. Will the company stockholders receive 
more dividends than now? ’ 

_ A. No. The company, under its franchise, 
is entitled to earn only 7 per cent on its 
property value, no matter what the fare or 
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earnings may be. The increased earnings 
will not pay one cent additional to stock- 
holders. 

Q. Who, then, will receive the benefits of 
this additional revenue? Ul 

The car rider, and the 
entire city. 

What benefits will the car rider and 
the ‘city obtain? 

The company ‘will be enabled to give 
better service. Its equipment will be kept 
in proper repair, old equipment retired and 
new equipment purchased. Service can be 
extended into territory not now served, In 


indirectly, 


general, the car rider will be served better 
by. first-class equipment, more frequent 
service and necessary extensions of service. 

Q. In what other ways will increased 
earnings benefit the company and the car 
rider? 

A. Increased earnings will establish a 
basis of credit which will enable the com- 
pany to sell bonds and stock, thereby ob- 
taining new capital for necessary improve- 
ments and extensions. The city will be 
served by adequate railway service which 
will be in keeping with the high standard 
of excellence Dallas is entitled to enjoy. 


Interesting Points in Philadelphia Hearing 


Snatches from Testimony of Witnesses Favorable to Local 
Management—Some Old Issues Revived, Among 
them Conowingo and the Buffalo Strike 


O TESTIMONY was offered in the 

Philadelphia fare case between 
Aug. 15 and Aug. 24. Just when the 
public- was apparently prepared to let 
the case run its interminable way the 
proceedings were enlivened by the testi- 
mony of Ralph T. Senter, vice-president 
in charge of engineering of the rail- 
way, and W. Jett Lauck, economist and 
former secretary of the War Labor 
Board. It was old ground these wit- 
nesses covered, but it had new angles. 
Mr. Senter declared that a seat for 
every passenger at every hour was “the 
ultimate goal of Mitten Management.” 
He said Mitten Management had recom- 
mended to the city a new high-speed car 
for Broad Street subway operation “at 
its own cost and entirely outside of the 
obligations of its management con- 
tract.” At this session the subject of 
power from the new Conowingo plant 
was revived. 

Dr. Joseph H. Willitts, professor of 
economics at the Wharton School, Uni- 
versity of Pennsylvania, testified for 
the P. R. T. regarding its personnel and 
the working and living conditions of the 
car men under the wages paid to them. 
Motorman and conductors were able to 


enjoy a better standard of living than 


in 1914, but this did not lead to the 
conclusion that they were overpaid. 
Responsibility of trainmen had _ in- 
creased since 1914. 

The same day R. H. Horton, president 
of the Rural Transit Company,- oper- 
ating the railway’s bus lines, was called 
to the stand. There was a good deal 
of palaver between counsel and the wit- 
ness over the question of the theoretical 
savings attributed to the efficiency of 
Mitten Management. It developed that 
in claiming a higher average speed this 
year for P. R. T. cars Mr. Horton in- 
cluded the Frankford Elevated in deter- 
mining the new average. Questions 
then veered to the matter of previous 
traffic studies. Mr. Horton said that 
he did not know whether experts re- 
tained in 1912 and 1913 and again in 
1918 had been paid out of P. R. T. oper- 
ating expenses. He said that Mr. Mit- 
ten “has.often paid men out of his own 
funds.” He also said that “a majority 
of the recommendations by the experts 
in’ 1918 were not adopted. The best 
plans resulted from recommendations 
made by regular members of Mitten 
Management.” 

A summary of the testimony at this 
point follows: 


“What men do you consider as having 
furnished the best ideas?” Dr. Maltbie 
asked. 

Mr. Horton said it was a long list and 


mentioned the names of Mr. Senter and 


Mr.. Joyce. 

* “Ts Mr. Joyce a part of Mitten Men and 
Management?” “I consider him so. I con- 
sider myself a Mitten Men and Manage- 
ment man, for I wouldn’t stay on the 
P. R. T. property if Mr. Mitten was not 
operating it.” 

“Wow much of the $19,000,000 saving is 
due ‘to superior economies?” “I never at- 
tempted to divide that amount between 
superior economies and ordinary economies 
that might have been effected by ordinary 
management. I 

“Do you consider ‘that under the Act of 
Assembly governing public service corpora- 
tions you are entitled to benefit in earnings 
as. a result of this economy?” Dr. Maltbie 
queried. 

Mr. Ballard arose and interposed: 

“That is a question for the company’s 
counsel to answer. Yes, we do consider 
that we are entitled to the benefit of earn- 
ings as a’ result of economies. © Nearly 
everybody in Philadelphia tried his hand 
at running this system and I served with 
all of them. At first there was Kemble, 
Elkins and P. A. :.B. Widener. After 
Kemble dropped out, McManus and Dolan 
tried it. Then we had Parsons and after 
that they. brought in George Wagner and 
Clarence Wolf. 

“Winally we laid the system aS a very 
sick baby on the doorstep of E. T. Stotes- 
bury,’ Mr. Ballard continued. ‘And he 
brought in T. E. Mitten, who saved the 
patient and made it a husky lad.” 


Mr. Lauck went over the entire labor 
program of the railway. He said that 
$2,300 a year was considered by econo- 
mists the minimum annual wage under 
which a proper standard of living, 
based on present-day costs, might be 
maintained. To meet that standard on 
the basis of an eight-hour, six-day week 
P. R. T. employees’ wages would have 
to be from 90 cents to 95 cents an hour. 
It has been testified previously that the 
trainmen working at a base wage of 7.7 
cents had effected more than $19,000,- 
000 savings in economies in operation 
throughout the system. The continu- 
ance of such payment should not be op- 
posed because they have already been 
earned by the employees with com- 
mensurate penebit to the car riding 
public. 


DOINGS OF BUFFALO STRIKE REVIVED 


At the resumption of the hearing on 
Aug. -25 the part taken by the P. R. T. 
employees in helping to break the Buf- 
falo car strike in 1923 was gone into 
exhaustively. Dr. Maltbie for the com- 
mission sought to prove that $1,000,000 
of the savings of the Philadelphia men 
had been loaned to the International 
Railway to help to break the strike. He 
asked Mr. Lauck, the witness, if he 
thought it wise and proper to use the 
savings of one group of railway em- 
ployees to help to break the strike of 
another group. Public Service Commis- 
sioner Ainey inquired if the evidence 
before the commission did not show 
that the money sent to Buffalo was 


used to purchase bonds of the Interna- 
tional Railway at 50 cents on the dollar. 
Counsel Ballard said that this was cor- 
rect. He said: “To say this money was 
used to break a strike is going far 
afield. We took advantage of a finan- 
cial condition and made 19 per cent 
profit on our investment.” Mr. Lauck 
said that other things being equal his 
personal opinion was that it was better 
to have a trade union as a basis for 
collective bargaining than the system 
in vogue in Philadelphia, but that the 
Philadelphia employees obtained with- 
out a union all the results they might 
expect to obtain with one. He said: 


The Mitten Management originally sought 
union co-operation and the Mitten plan 
received approval of the Amalgamated 
Association of Street Railway Employees. 
It was unfortunate that the funds were 
used in that manner as it might have de- 
veloped antagonism to the Mitten plan. 


Mr. Ballard said: 


They are going to stand together no mat- 
ter what happens. ‘‘When this management 
went out into the world without any bank- 
ing connections, the men with $1,500,000 
in savings banks and United States bonds 
voluntarily offered to lend it if needed.” 

“You really do believe in this repre- 
sentative system? Is this Soviet—I use the 
word wholly in a descriptive manner—as 
sound as individual management?” 


“Yes,”’ replied Mr. Ballard, ‘but again 
I object to the word Soviet. It is very 
misleading.” 


One-Man Order Affirmed 


Additional testimony was taken re- 

cently on behalf of the city and of the 
International Railway with respect to 
one-man car operation, but no facts 
were presented which had not been fully 
considered at the prior hearing. In 
the decision of Jan. 8, 1925, it was 
pointed out that the percentage of acci- 
dents in the operation of one-man cars 
was slightly less than that in the opera- 
tion of two-man cars. 
’ At the time of the first hearing in 
this case one-man car operation in 
Buffalo was a comparatively recent in- 
novation. An investigation up to May 
31, 1925, indicates that the number of 
accidents has been materially reduced, 
and that on a car mileage basis the 
percentage of accidents is even more 
favorable to one-man car operation than 
was disclosed on the prior hearing. 

Comparison at the previous hearing 
between accidents occurring under one- 
man operation and under two-man oper- 


‘ation showed there were 5.05 accidents 


per 10,000 car-miles with one-man car 
operation as against 5.06 accidents per 
10,000 car-miles with two-man opera- 
tion. .An analysis by lines of accidents 
occurring between Dec. 1, 1924 and 
May 31, 1925, shows that with one-man 
operation 863 accidents occurred with 
a service of 2,238,387 car-miles, or 3.82 
accidents per 10,000 car-miles. With 
two-man operation 2,504 accidents oc- 
curred with service of 6,337,601 car- 
miles, or 3.95 accidents per 10,000 car- 
miles. The first six months of opera- 
tion of one-man lines compared with 
the last six months of their operation 
with two-man cars and with 34 months 
as the comparative period of the Sen- 
eca Street line showed 4.94 accidents 
per 10,000 car-miles under one-man 
operation and 5.15 accidents per 10,000 
car-miles under two-man operation, a 
decrease of 0.21 accidents per 10,000 
car-miles with one-man operation. The 
order of Jan. 8, 1925, is therefore 
affirmed. 
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Employees at Mobile Victims 
of “Picking Up” Practice 


Employees of the Mobile Light & Rail- 
road Company, Mobile, Ala., have offi- 
cially made a plea through their union 
by advertising in the Mobile papers urg- 
ing automobile drivers to desist from 
“picking up” people who are waiting to 
board the street cars. The employees 
argue that the practice of picking up is 
cutting into the income of the railway 
and is also working a hardship on the 
men themselves by making it necessary 
to reduce the number of cars in opera- 
tion, thus depriving a number of em- 
ployees of their jobs. 


Cincinnati Franchise in Effect 
Oct. 1 


Without a single change in the vote 
the new traction franchises for Cincin- 
nati, Ohio, was passed at a special ses- 
sion Aug. 22 of the City Council over 
the veto of Mayor Carrol by a vote of 
23 to 4, just one more vote than was 
required. The same four Councilmen 
who opposed the measure on the first 
ballot cast their votes in favor of sus- 
taining the Mayor’s veto. 

The ordinance provides for a ticket 
fare of 84 cents and a cash fare of 10 
cents. It will go into effect on Oct. 1 
unless a referendum is called within 
the next two weeks. 

In addition to lowering the ticket fare 
for the present the ordinance restores 
the property of the Cincinnati Traction 
Company to the Cincinnati Street Rail- 
way. It provides for a decrease in the 
capitalization from $39,000,000 to $28,- 
000,000. The capitalization of the com- 
pany ultimately must be reduced to 
$25,000,000 and the street restoration 
charges are to be defrayed by the oper- 
ating company. The franchise runs for 
25 years, but as the present ordinance 
was good for 23 years more before the 
new one superseded it the new ordi- 
nance in reality adds only two years to 
the longevity of the measure. 


Counterfeiters Sentenced 
at Akron 


Three men implicated in the counter- 
feiting of city tickets of the Northern 
Ohio Traction & Light Company, Akron, 
Ohio, have pleaded guilty. They were 
assessed fines of $500 each and each 
was sentenced to serve six months in 
the county jail. Others arrested pleaded 
not guilty. They will be tried during 
the week ending Sept. 5. Several con- 
ductors who were selling the counter- 
feit- tickets have been discharged and 
others said to have been implicated will 
be dismissed at once. 

The plates used by the men in mak- 
ing the tickets were found in Knoxville, 
Tenn., where Robert Watson, one of the 
men who pleaded guilty, said the tickets 
were printed. A firm on Gay Street 
in that city was named as the printer 
of the counterfeit tickets. Watson went 
with an official of the company and a 
police official to Knoxville and secured 
the plates. He also led the officials to 
a place in Barberton, a suburb of Akron, 
where $500 more of the counterfeits 
were secreted. 


R. C. Taylor is declared by those who- 


* 


pleaded guilty to have been the ring- 
seader in the conspiracy. He was in- 
volved in strike troubles in Knoxville 
several years ago. He is fighting his 
case: After spending several days in 
jail he has been released on bond. Ac- 
cording to the others Taylor handled 


the distribution of the counterfeit 
books. His home is in Morristown, 
Tenn. He is a conductor. 


Ousted Commissioner 
Stands His Ground 


James S. Benn, removed from the 
Public Service Commission of Pennsyl- 
vania by Governor Pinchot, sent to the 
Prothonotary of the Supreme Court at 
Harrisburg on Aug. 19, through his 
attorney, Francis Shunk Brown, his 
answer to the writ of quo warranto in 
the proceedings Attorney - General 
Woodruff instituted against him in his 
contention that he still is legally a 
commissioner. 

Mr. Benn avers that the Governor 
and the State Senate, under the Con- 
stitution of the Commonwealth and the 
public service commission law, are 
jointly the power by which he was ap- 
pointed Public Service Commissioner, 
and that the Governor, acting alone, 
has no power to remove him. The 
answer says: 

I aver that I do not unlawfully intrude 
myself into the said office of member of the 
Public Service Commission of the Com- 
monwealth of Pennsylvania; that I do not 
usurp the same contrary to law; but, on 
the contrary, I aver that, the facts in the 
suggestion to the contrary notwithstand- 
ing, I am now a duly appointed and quali- 
fied member of the Public Service Commis- 
mission and am entitled to hold and ad- 
minister said office. 

Wherefore, I aver that the said pur- 
ported removal of me by the said Governor 
and the actions of the said Governor in 
the premises were and are wholly without 
warrant in the Constitution and the laws 
of the Commonwealth and of no foree or 
virtue whatsoever. J 


$5,000,000 Improvement 
Plan for Cleveland 


Plans for a $5,000,000 improve- 
ment program to be carried out 
during the next five years have 
been tentatively outlined by John 
J. Stanley, president of the Cleve- 
land Railway, Cleveland, Ohio. 

The program is contingent upon 
approval of amendments to the 
Tayler street railway service-at- 
cost grant, under which the Cleve- 
land company operates. These 
amendments were recommended a 
short time ago by the Cleveland 
transportation commission. 

The suggested program calls for 
an expenditure of something like 
$790,000 for track extensions, 
$360,000 for multiple-unit street 
cars that will allow for the run- 
ning of three-car trains on Super- 
ior and Euclid Avenues, $1,500,000 
for new car stations, $1,250,000 for 
new cars and buses, $376,000 for 
new loops in various sections of the 
city and $250,000 for garages and 
miscellaneous equipment. 

A program of this kind would 
necessitate the sale of additional 
stock. 


- 
Elaborate Program for Meeting 
at Montreal 


More than 1,000 strong, electric rail- 
way trainmen from all parts of the 
United States and Canada will parade 
on the morning of Sept. 14 to the Mount 
Royal Hotel at Montreal to attend the 
biennial convention of the Amal- 
gamated Association. Members of the 
federal and provincial governments, the 
Tramways Commission and the Tram- 
ways Company, officers of the Trades 
and Labor Congress and members of 
the federal parliament, as well as the 
Mayor of Montreal, will welcome the 
railwaymen at the opening session. 
Among those who have consented to 
address the railwaymen are many pub- 
lic officials, members of the Montreal 
Tramways Commission and Julian 
Smith, president, and Col. J. E. Hutche- 
son, vice-president and general manager 
of the Montreal Tramways. 

The whole of the ninth floor of the 
Mount Royal Hotel has been engaged 
for the convention. Monday morning 
will be dévoted. to addresses of welcome. 
On Monday evening delegates will 
parade in a body to a local theater. 
Tuesday morning and afternoon will be 
given to business sessions. In the | 
evening a mass meeting will be held to 
celebrate the thirty-third anniversary 
of the organization of the predecessor 
of the Amalgamated Association. 

On Wednesday morning there will be 
a business session. In the afternoon 
the delegates will shoot the rapids. On 
Thursday there will be two business 
sessions, with a banquet at the Mount 


Royal Hotel in the evening. Friday 
will be given over to business. 
The convention will conclude on 


Saturday with two business sessions 
and a convention ball. On Sunday the 
reception committee of Local 790 at 
Montreal will entertain the interna- 
tional executive board and international 
officers at dinner at Ste. Agathe. ~ 

Montreal tramwaymen will exhibit 
a modern street railway car and one. 
of the new buses recently purchased 
bv the Montreal Tramways for use in 
Montreal. 


Mayor Files Protest Against 
Abandonment in Alabama 


Acting for the cities of Florence, 
Sheffield and Tuscumbia, Ala., Mayor 
Allen Rulhac of Sheffield filed a protest 
with the Alabama Public Service Com- 
mission protesting against the proposal 
of the Alabama Power Company to dis- 
continue railway service in these three 
cities and substitute buses. In his pro- 
test Mayor Rulhac says, among other 
thing's, that the Alabama Power Com- 
pany was under contract to furnish 
service to the cities of Sheffield, Flor- 
ence and Tuscumbia; that the company 
was fully aware of the existing condi- 
tions in these before it purchased the 
holdings of the Sheffield Company at a 
figure said to be approximately $1,000,- 
000 in excess of their replacement - 
value; that the railway system was 
operated in conjunction with other sys- 
tems, with the same general offices and 
general management, and that, con- 
sidered in its entirety, the business of 
the Alabama Power Company was oper- 
ated on a profitable basis. 


_for 30 cents. 
» traction company has filed a new ap- 
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Decatur Problem More Acute 


Despite the statement of the Georgia 
Railway & Power Company that it will 
be unable to pay any of the cost of the 
new pavement ordered for Ponce de 
Leon Avenue in Decatur, Ga., J. S. 
Looney, city manager for Decatur, has 
announced that the work will be started 
shortly and the company will be as- 
sessed for its share of the cost the same 
as any other property owner. Mr. 
Looney called attention to the fact that 
the contract between the company and 
Decatur called upon the Georgia Rail- 
way & Power Company to pay for the 
cost of pavement between its rails and 
for 2 ft. on either side. 

Preston S. Arkwright, president of 
the company, in a statement given to 
the press said that the street railroad 
had been furnishing Decatur railway 
service at less than cost and the rest 


- of the system in Atlanta had been con- 


tributing more than $35,000 a year to 
Decatur’s advantage. Further, that it 
was a manifestly unfair proposition to 
impoverish a street railroad by a 
grossly inadequate fare and then com- 


plete its confiscation by forcing it to. 


pave the streets of the town. 


Free Rides for Children Provisional. ° 


—The Public Service Commission has 
approved, effective Sept. 15, an amend- 
ment to the local tariff of the Hudson 
Valley Railway, Glens Falls, N. Y., pro- 
viding that children under seven years 
of age can be carried free when accom- 
panied by parents or guardian, pro- 
vided such parent or guardian is one 
paying full cash fare and not riding on 
a commutation school ticket. The num- 
ber of children, however, is limited to 
three for each parent or guardian. The 
present regulation does not specify that 
parent or guardian must be paying full 
cash fare. ; 


Attorney Authorized to Press City’s 
Appeal.—The City Council of Duluth, 
Minn., on Aug. 18 granted City Attor- 
ney John B. Richards authority and 
funds to prosecute the city’s appeal 
to the United States Supreme Court in 
the Duluth Street Railway rate case. 
The city will join the State Railroad 
and Warehouse Commission in appeal- 
ing from the decision of the federal 
District Court granting the Duluth 
Street Railway a flat 6-cent fare after 
the commission had decided that the 
company might charge 6 cents for single 
fares, but would be obliged to sell 
tickets for rides at the rate of six rides 
As a counter move the 


plication with the commission asking 


‘for an additional increase from the 


present rate of 6 cents. 


Wage Increases Denied. — The peti- 
tion of the railway operators of the 
Seattle Municipal Railway, Seattle, 
Wash., for wage increases has been 
denied by the Seattle City Council in 
preparing the city budget. The in- 
crease in wages asked for by the car- 
men and shop workers totaled $500,000 


a year. The trainmen, in pressing 
their demands for wage increases, met 
with members of the City Council and 
offered to co-operate with D. W. Hen- 
derson, superintendent, in an organized 
effort to increase the efficiency and rev- 
enues of the Seattle Municipal Railway. 


Loss in Concord Leads to Action.— 
Stahle Linn of Salisbury, representing 
the North Carolina Public Service Com- 
pany, Greensboro, N. C., recently told 
the Board of Aldermen that his com- 
pany was unwilling to continue opera- 
tions in Concord at a daily loss. He 
said that the cost of operating the line 
in that city was about $19 a day, 
whereas the revenue averaged only 
about $12 a day. He suggested that the 
city operate the line or that the com- 
pany be allowed to discontinue the 
service. A committee is to be appointed 
to examine the property of the com- 
pany and arrange for an appraisal of it. 


Fare Privilege Cannot Be Extended. 
—The Savannah Electric & Power Com- 
pany, Savannah, Ga., has stated through 
its president, H. C. Foss, that it would 
be impossible to extend the children’s 
tickets of 30 fares for $1 to junior and 
senior high school students as it would 
be impossible to control the situation 
without serious abuse. Mr. Foss sent a 
letter to the~Mayor in which he said 
tickets would be used to such an extent 
by those not entitled to the privilege 
that the loss to the company would be 
many thousands of dollars annually. 


No Change in Fare at Present.— 
Fares in Des Moines, Iowa, will remain 
at 9 cents straight until Oct. 1 at least, 
F. C. Chambers, president of the Des 
Moines City Railway, recently an- 
nounced. Whether a fare increase to 
10 cents will be put into effect in Octo- 
ber depends, Mr. Chambers said, on the 
showing for the month of August, which 
will not be available until Sept. 22 or 
23. The company can increase the fare 
any time it desires now, as the period 
of 30 days for which a new fare must 
remain in effect has expired. 


Competition—Nothing But.—Accord- 
ing to newspaper acounts, a fight is on 
between jitneys and the cars of the 
Savannah Electric & Power Company, 
Savannah, Ga. Under a city ordinance 
the jitneys are to be removed from the 
streets of the city Oct. 1, but it is 
expected they will fight to retain their 
franchise until Jan. 1, 1926. Recently 
the trolley cars carried signs on their 
front dashboards reading “Cities grow 
where street cars go.” The jitneys re- 
taliated by placarding their windshields 
with this slogan, “Cities are slow where 
jitneys don’t go.” 

New Franchise Includes Higher Fare. 
—The Sioux City Service Company, 
Sioux City, Iowa, is planning to submit 
a new franchise to the voters of the 
city. The company, it is understood, 
will ask a boost in fare to an 8-cent 
basis, with four tickets for 30 cents, 
instead of the present four'for 25 cents. 
Last September a- franchise proposal 
was rejected by 477 votes. That fran- 
chise was for a 25-year period as 
against the existing fourteen-year con- 
tract. The increased fares, the traction 
Officials insist, is necessary in view of 
the increase in pay of 6 cents an hour 
granted employees this summer. 


Fares Reduced.—The Chicago, South 
Bend & Northern Indiana Railway re- 
duced fares recently between South 
Bend, La Porte and Michigan City from 
3 to 2 cents a mile. A similar reduction 
between South Bend, Elkhart and 
Goshen, made about a month ago, was 
referred to in the ELECTRIC RAILWAY 
JOURNAL, issue of July 11, page 69. 


Company Wins One-Man Car Issue. 
—The Wheeling Traction Company has 
won its first tilt with Martins Ferry, 
Ohio, on the one-man ear issue. Judge 
Warren W. Cowen issued an injunction 
restraining’ the city from enforcing the 
ordinance enacted by the Council on 
March 23 prohibiting the operation of 
one-man cars. The application for the 
injunction was made on the plea that 
the ordinance put an _ unreasonable 
burden on interstate commerce and be- 
cause it was unlawful in any way to 
interfere with interstate traffic as set 
forth in the statutes. It was set forth 
that to prevent operation would entail 
a financial loss to the company. 


Agreement Approved.—Voters of St. 
Catharines, Ont., on Aug. 17 passed the 
agreement with the Canadian National 
Railways providing for an extension of 
the local franchise and a 7-cent fare. 
The railway will rehabilitate the local 
lines and extend them at a cost of 
$100,000. It is planned to negotiate 
with the municipalities of Port Dal- 
housie, Merritton and Thorold for fran- 
chise renewals. The city of Niagara 
Falls, Ont., recently passed a similar 
agreement. 


Survey Study in Toledo. — Prof. 
Arthur H. Blanchard, professor of 
highway engineering at the University 
of Michigan, is making a study of the 
local transit problems in Toledo from 
the standpoint of co-ordinating buses 
with the local traction units. The sur- 
vey is under the direction of Prof. H. E. 
Riggs of the University of Michigan, 
with R. B. Rifenberick in charge of the 
street railway end and A. W. Paton of 
the accounting end. Definite settlement 
so as to bring about reduced fares, 
better maintenance of streets and im- 
proved service is expected, as well as 
some plan for scaling down the capital 
charges and sinking fund levies now 
made on revenues of the Community 
Traction Company. 

Service to Be Continued—Buses to Be 
Prohibkited.—The Alabama Power Com- 
pany will continue railway operations 
in Huntsville, Ala., under an agreement 
made with the City Council, representa- 
tives of the Chamber of Commerce and 
Board of Trade, in which enforcement 
of the law prohibiting bus operation is 
promised. The petition recently filed b 
the company with the Alabama Publ 
Service Commission asking for discon- 
tinuance will be withdrawn immediately 
and there will be no interruption of 
service. It was the contention of the 
company that it was losing money in 
the operation of the electric line be- 
cause of the unregulated operation of 
jitneys in competition with the electric 
cars; this in spite of the fact that 
stringent ordinances had been adopted 
by the City Council for the regula- 
tion of jitneys. In the agreement the 
company also promised to give better 
service. 


338 


Foreign News 


ELECTRIC RAILWAY JOURNAL 


Electrification Results in Mexico 
Attract Attention 


Initial operation of electric locomo- 
tives by the Mexican Railway, Ltd., 
between the towns of Esperanze and 
Orizaba, a 30-mile run, indicates a vast 
improvement in operating costs over 
the oil-burning steam locomotives. 
These reductions include saving of 
power over fuel, saving in brake shoes 
and wheels due to regeneration, and a 
general reduction in cost of maintain- 
ing equipment due to easier handling. 

This is one of the most important 
railroad electrifications completed dur- 
ing the past year. The first electric 
locomotives were delivered during the 
summer ‘of 1924, and the service was 
gradually taken over until all steam 
engines were displaced in main line 
service in December. For handling 
the normal main line business before 
electrification 23 engines were required. 

Whereas the electric locomotives are 
available approximately 90 per cent of 
the time, the steam locomotives would 
ordinarily be available only about 30 
per cent of the time. It has further 
been found that one electric locomotive 
can handle the normal passenger train 
of eight cars on the grade where two 
steam locomotives were formerly used. 
This is partly due to lack of steaming 
capacity for the long continuous pull 
and partly to the faster schedule for 
passenger trains. The greater con- 
tinuous capacity of the electric locomo- 
tives has also made it possible to handle 
heavier freight trains with two electrics 
than was possible with two steam 
engines. Where two steam engines 
handled a 860-ton train, two electric 
engines are now handling 660-ton ones 
at a higher speed. 

All of the equipment for this elec- 
trification, including the electric locomo- 
tives, the 6,000-kw. substation, over- 
head line material and bonding, was 
furnished by the General Electric 
Company. 


Old Rolling Stock Exhibited 
in Darlington 


One of the first cars run on the City 
& South London Railway, the first tube 
railway in the world, was reconstructed 
and towed through the streets from 
Stockwell to Marylebone en route for 
Darlington, England, as part of an 
“Underground” exhibit at the Railway 
Centenary. With the old type car was 
also exhibited a locomotive of the 
earliest type and one of the company’s 
latest type cars with pneumatic doors. 
All three vehicles were used in the 
6-mile procession of obsolete and new 
type rolling stock at Darlington. 

In the old tube car there were no 
windows and the seats were fitted with 
high-backed cushions. Passengers were 
unable to see the stations and had to 

‘depend upon the guard to announce 
them.’ There were no. route diagrams 
in the cars and no advertisements. The 


doors had to be kept closed and there 


were no ventilators. As each car held 
about 82 passengers, the air became 
almost unbearably foul. There was a 
smoking compartment on each car, in 
which women were not allowed. A 
notice inside the car stated that “no 
passenger shall be permitted to ride 
on the roof of the car on penalty of a 
40s. fine.” There were only four 16-cp. 
lights and the two doors were only 
2 ft. 8 in. wide, compared with 4% ft. in 
cars of the latest type. The total 
length of the old wooden cars was 26 
ft. and the weight averaged about 
7 tons, y 

The modern car in the exhibit seats 
48 passengers and has spring seats, 
upholstered in moquette. Each car has 
22 ventilators and 30 windows, twelve 
of which: may be opened. There are 30 
shaded lamps, so arranged as to give 
even illumination throughout. 


New Regulations on Paris 
Surface Lines 


Fare increases on all Paris surface 
and underground lines were provided for 
in the new municipal budget. First- 
class fares are to be increased from 
20 to 30 per cent on lines running: out- 
side the octroi gates. Workers’ return 
tickets are to be at the rate of regular 
second-class fares plus 10 centimes. 
Sunday fares will be first class only. 
Extra concessions will still be made to 
war invalids, but these are 10 centimes 
less under certain conditions. Season 
tickets for school children are to be 
adopted. Double fares will be charged 
on all street cars and buses leaving the 
octroi gates after midnight. Regular 
night buses running within the city 
limits will charge a uniform fare of 
2 francs. 

The funicular railway up the heights 
of Belleville is to be dismantled and 
sold and bus service installed. - 

Weekly season tickets are to be tried 
out on the.street care line from Port 
Maillot to Val d’Or at 3.50 frances and 
from Port Maillot to Suresnes at 2.50 
francs. 

Dogs are to be admitted on certain 
lines of street cars, but full passenger 
fares will be charged. 


Riding Comfort Increased . 
in London 


Improvements for the comfort of pas- 
sengers have been incorporated in four 
cars on the London United Tramways, 
after prolonged tests of various de- 
vices. These vehicles were put into 
service on June 11. 

In one ear reversible cross-seats have 
been arranged and comfortable spring 
cushions replace the wooden slat seats 
ordinarily used. For the first time on 
London. tramways cushioned seats are 
used on the top deck. Other improve- 
ments include a 50 per cent increase in 
lighting, a rubber-covered floor, route 
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numbers on the sides of the car and a 
more efficient system of ventilation, ob- 
tained by dropping the top portions of 
the door windows. Air bells are dis- 
tributed throughout to enable passen- 
gers to signal the driver to stop. 

The second car is provided with longi- 
tudinal spring-upholstered seats. Ad- 
ditional lamps concealed behind opales- 
cent cornice glasses, washable hand 
straps and a color scheme in white 
picked out in fawn and brown are other, 
features. The third car, containing 
most of the improvements already de- 
scribed, is. further equipped with top 
deck windows which can be operated 
by passengers instead of by the con- 
ductor only, as on the old cars, while 
the fourth car is decorated in a pleas- 
ing color scheme of white and French 


gray. 


Electrification Proposed to 
Relieve Santos Congestion 


Harbor and railway improvements 
are receiving serious consideration by 
the State of Sao Paulo, Brazil, as a 
result of the congestion at the port of 
Santos. Santos is the only port at 
present through which the State can 
carry on its maritime commercial re- 
lations with foreign countries and with 
other States of the Union, and the Sao 
Paulo Railway is the only line connect- 
ing the port with the interior. 

One of the projects under considera- 
tion is the electrification of the Sao 
Paulo Railway with a parallel line run- 
ning from S40 Paulo to Santos: This 
plan is arousing especial interest in 
view of the expiration of the franchise 
of the Sao Paulo Railway in 1927 and 
the question of its renewal. 


More Passengers; Less Revenue.— 
Salford Tramways, Salford, England, 
last year carried 86,926,786 passengers 
an increase over the previous year of 
2,735,805. The receipts were £507,606, 
against £518,622 in the previous twelve 
months, the decrease being accounted 
for by the reduction of fares by length- 
ening the various stages. There was a 
profit of £12,005, out of which £10,000 
was contributed to the relief of rates. 


Railway Receipts Higher in 1924.— 
The Tunis Tramways, Tunis, Tunis, 
in 1924 produced gross receipts .of 
1,148,902 francs. This sum, though. not 
great, actually produced a dividend of 
6% per cent, after carrying over 75,347 
frances to the reserve fund, which will 
be used in buying in bonds to the value 
of 50,000 frances. Total street car re- 
ceipts were above eight million francs 
for the year as compared with six mil- 
lion for 1923. 


Madras Railway Plans.—Electrifica- 
tion of the Madras Suburban Railway. . 
from Madras Beach to. Chingleput, * 
India, is being planned by the South ° 
Indian Railway. It is estimated this 
work will cost about 35,200,000 rupees. 
The work may be completed this year. 


Bulgaria Starts Electric Railway.— 
Bulgaria’s first electric railway has 
just. been opened. This line runs be- 
tween Sofia and the suburbs of Knia- 
jevo. 
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__ Recent Bus 


SS 
Developments 


Question of Jurisdiction Up 
in West Virginia 


The authority of the State Road Com- 

mission of West Virginia to reguiate 
the operation of bus lines over the 
state highways has been challenged 
through a complaint filed with the Pub- 
lic Service Commission by J. D. Gard- 
ner, Snow Hill, against the Midland 
Trail Transit Company, which operates 
bus lines between Charleston and Gau- 
ley Bridge. 
. The complaint charges the company 
with giving “inadequate” service at 
excessive fares, but the chief issue is 
recognized to be the right of the State 
Road Commission to control bus line 
operators. It is understood that no 
matter how the case is decided by the 
Public Service Commission it will be 
carried to the Supreme Court for a final 
ruling. 


It is pointed out that while the State’ 


Road Commission was apparently au- 
thorized to lay down rules for the oper- 
ation of bus lines, the code fails to 
provide means whereby the commission 
can conduct hearings, subpoena wit- 
nesses or keep official records. More- 
over, there are no provisions for an 
appeal from a decision by the commis- 
sion. 

Mr. Gardner contends that the Public 
Service Commission should assume 
jurisdiction, as bus lines have become 
common carriers and public service in- 
stitutions. 

The Midland Transit Company has 
ten days to satisfy the complaint or 
file an answer. It expects to reply that 
the Public Service Commission does not 
have jurisdiction to hear the case. 

Bus lines all over the state will be 
affected by the outcome of the case. 


Preparing for Bus Operation 


Although 60 days have elapsed since 
the city of Seattle submitted its offer of 
$1,200,000 for the purchase of the 
Seattle & Rainier Valley Railway and 
no word of acceptance has come from 
the bondholders, the Gity Council, be- 
lieving that the offer will be accepted, 
is making preparations for municipal 
bus service into the territory that the 
Rainier Valley line is now attempting 
to serve. Two ordinances providing 
for bus service are now before the 
Council, and the Board of Public ee 

p- 
ponents of the purchase of the car line 
at a price of $1,200,000 assert that a 


referendum will be started against the 


purchase ordinance at such a figure, if 
the Council should attempt to force 
the sale through without giving the 
people an opportunity to vote on it. 
The City Council looks with disfavor 
upon the petition recently presented 
from Rainier Valley residents, asking 
for another appraisal of the Seattle & 
Rainier Valley system, asserting that 


_six or eight appraisals have already 


been made, and the recent appraisal 
upon which the. offer of purchase was 
made was the lowest. 


Bus Rights for New Haven 
Railroad 


The New York, New Haven & Hart- 
ford Railroad, through. its subsidiary, 
the New England Transportation Com- 
pany, may operate buses between Provi- 
dence, R. I., and Fall River, Mass., and 
between Providence and Newport, R. L., 
passing through Massachusetts terri- 
tory, under a decision by the Depart- 
ment of Public Utilities of Massa- 
chusetts. 


Bus Merger in Toledo Protested 
—Not a New Company 


The Community Traction Company, 
Toledo, has filed objection to the 
merger of four bus lines in the up-river 
district serving Maumee and Perrys- 
burg as proposed by the Maumee Val- 
ley Transportation Company. 

The traction company is seeking to 
protect its own traffic, but attorneys 
for the bus line claim that the City 
Council has sole authority over such 
traffic. 

At first, the application to consoli- 
date the lines was made to read as 
though a new holding company would 
be formed to take over the lines, but 
this has been changed in a second ap- 
plication to show that the Maumee Val- 
ley Transportation Company, owned by 
the same interests which abandoned the 
Maumee Valley Traction line, is pur- 
chasing outright the other companies 
operating in the territory. 


Buses Under New Ordinances in Norfolk 


Seven-Cent Fare, 8 per Cent Return to Company, 214 per Cent 
Gross Earnings Tax in Lieu of All Other City Levies 


OUCHED in the terms of a city or- 

dinance, the requirements govern- 
ing the operation of buses sought to be 
set down by the city of Norfolk, Va., 
effective as of Aug. 20, run to the ex- 
tent of 864 newspaper inches. The 
measure really was adopted on July 11. 
Stripped of the legal verbiage with 
which the sections are surrounded, it 
is discovered that the ordinance is gen- 
eral in its application; that it prohibits 
the operation of buses seating fewer 
than fifteen passengers; that transfers 
are required between buses and trol- 
leys; that buses shall be operated only 
over fixed routes fully designated in 
the measure; that these routes must 
be religiously followed under pain of 
revocation of operating rights; that 
equipment shall be sold under arbitra- 
tion if necessary, etc. 

Midway of section 3 of the ordinance 
it is discovered that if the bus fare 
exceeds the street railway fare on the 
line to which the transfer is given, the 
street railway, before issuing any 
transfer, may require the payment of 
an additional fare for a transfer equal 
to the difference between the cash fare 
on the two lines, the adjustment be- 
tween the companies to be made later. 
No change in routes and no addition to 
service are to be required on the part 
of the city when it appears that from 
the result of operation for the preced- 
ing six months the operator has not 
been receiving a reasonable return on 
the entire investment, this return to 
be 8 per cent after the payment of all 
reasonable expenses. 

The fare is to be 7 cents for each 
zone, with tickets to school children 
under the same rules that apply to the 
street railway. In fixing the rates and 
fare to be established hereafter, it will 
be recognized that when bus service is 
in competition with street railway 
service a higher fare is to be charged 
for bus service. Disputes about fare 
are to be referred to an advisory board. 


An amount equal to 2% per cent of 
the gross receipts is to be paid to the 
city each month by every bus operator 
in lieu of all city licenses and taxes. 
The seating capacity of vehicles is not 
to be exceeded except as authorized by 
the city manager. Vehicles must be 
kept in good condition ag directed by 
the city manager. A bond of $20,000 
is required from each operator to in- 
sure compliance with the provisions of 
the measure. Six months’ notice of pro- 
posed suspension of service is required. 
No operator under the ordinance ac- 
quires any vested rights in the streets. 
The right'to revoke remains solely with 
the city. This is absolute. 

The purchase and the dispute clauses 
of the ordinance follow: 


Any party filing an application for per- 
mit to operate hereunder shall agree to 
purchase from the owner or owners all 
buses then operating on the streets of the 
city of Norfolk, and which were operating 
on said streets on the first day of April, 
1925, provided the owner shall advise the 
applicant within 30 days from the filing of 
its application as herein provided of a will- 
ingness to sell, and provided that such 
buses shall be, in the opinion of the City 
Manager of the city of Norfolk, suitable 
and proper for continued operation on the 
streets of the city of Norfolk under this 
ordinance, the price to be paid for said 
buses shall be the fair market value at the 
time of purchase. 

If this price cannot be agreed upon by 
the parties, then the same shall be de- 
termined by arbitration, one of the arbi- 
trators to be appointed by or at the direc- 
tion of the owners of the motor buses who 
consent to sell their buses to said com- 
pany or individual, and one by the appli- 
cant, and in the event of the inability of 
the two so appointed to agree as to the 
price to be paid for said motor buses, the 
two so appointed shall appoint an umpire, 
and in the event of the failure of the two 
arbitrators to agree upon an umpire within 
ten days after they have failed to agree 
upon a price, then the said umpire shall 
be appointed by the Judge of the Cir- 
cuit Court of the city of Norfolk. The 
arbitrators shall be .persons experienced 
and conversant with motor bus value, and 
shall not be interested directly or indirectly 
in the applicant or in the operation of any 
of the buses involved in said arbitration, 
The award of the arbitrators shall be final 
and binding upon the applicant, provided 
the owner shall accept the said award 
within ten days thereafter, and shall, 
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within said time, tender delivery of said 
bus or buses, free of lien and properly 
registered, to the applicant, in the same 
condition as said bus or buses were at the 
time of the making of the said award, and 
shall comply with the requirements of the 
state law relating to the transfer of title 
of such bus or buses. In the event, how- 
ever, that the owner shall fail for ten days 
after the making of such award to make 
tender, as herein required, of said bus or 
buses, then the applicant shall be under no 
obligation to purchase the said bus or 
buses, or otherwise to comply with said 
award. The bus owner and the applicant 
shall jointly pay the expenses of such 
arbitration, including compensation to the 
arbitrators. 

All payments on account of purchase as 
herein provided, including all expenses in- 
cident thereto, shall be included as capital 
invested upon which the company or indi- 
vidual shall be entitled to a reasonable re- 
turn. 

VI. Subject to the proviso at the end of 
this article, any difference or issue which 
may arise between the city of Norfolk and 
the company or individual operating under 
this ordinance shall, upon request of either 
party, be referred to an advisory board, 
which shall consist of the then presidents 
of the following organizations in the city 
of Norfolk: Chamber of Commerce, Retail 
Merchants’ Association, Norfolk Real 
Estate Board, Inc., and the then chairman 
of the Industrial Commission, and in the 
event that the decision of a majority of 
said board so constituted shall not be ac- 
ceptable to either the city or the company 
or individual, then either party shall have 
the right to present the issue or difference 
so arising between them for decision by the 
Judge of the Circuit Court of the city of 
Norfolk, which decision shall be entered 
as a judgment of said court, from which an 
appeal may be taken by either party; pro- 
vided, however, that nothing in this article 
shall be construed to prevent the city df 
Norfolk from exercising at any time the 
rights reserved to it under Section 31 of 
Article 5 hereof, to alter or amend this or- 
dinance or to revoke any permit or right 
to operate that may be given hereunder. 


Des Moines Railway Interests in 
New Bus Company 


Interests identified with the Des 
Moines City Railway, Des Moines, Iowa, 
and the Des Moines & Central Iowa 
Railroad are backing the Des Moines 
& Central Iowa Motor Transportation 
Company, incorporated with a capital 
of $100,000. This company plans to 
operate, among other routes, a line 
between Des Moines and Newton, for 
which it has bought three Mack vehicles 
of 25-passenger capacity. Frank C. 
Chambers, president and general man- 
ager of the Des Moines City Railway 
and president of the Des Moines & Cen- 
tral Iowa Railroad, is president of the 
new bus company. As noted previously 
in the ELECTRIC RAILWAY JOURNAL the 
routes to be covered by the lines which 
the company contemplates putting into 
service have been approved. 


Massachusetts Street Railways 
Lead in Bus Permits 


Under a new law which went into 
effect on July 29 bus operators are re- 
quired to renew licenses to cover a 
period of operation ending Jan. 1, 1926. 
Seventy-five permits have been granted 
to date, and of these streets railways 
account for 54 certificates. The Boston 
Elevated Railway has obtained 32 
licenses, the Eastern Massachusetts 
Street Railway seventeen, the Spring- 
field Street Railway two, with one each 
for the Worcester Consolidated, the 
Boston & Worcester Street Railway and 
the Interstate Consolidated Street Rail- 
way. The remainder, 21, were obtained 
by independent bus line companies. 
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Gas-Electrics Start Operation 
in Albany 


Ten of the nineteen gas-electric buses 
intended for use in the capital district 
were placed in operation on Aug. 24 on 
two routes in Albany, N. Y., by the 
Capitol District Transportation Com- 
pany, owned and controlled by the 
United Traction Company. 

Inauguration of service was preceded 
by a parade attended by Mayor Hackett 
and other city and _ transportation 
officials as guests of the company. 
Residents along the routes took part in 
the celebration. At noon regular serv- 
ice was started on the Western Avenue 
and Livingston Avenue lines. 

The buses were manufactured by the 
Fageol Company, Kent, Ohio. They are 
fitted with General Electric generating 
and motor equipment. 

The story of this installation of buses 
by the United Traction will appear\in 
an early issue of the JOURNAL. 


Electric Railway in Oklahoma 
to Extend Bus Service 


Immediately following action of the 
Corporation Commission in granting 
the Union Transportation Company, 
Tulsa, Okla., an increase in fares 
on its buses in that city from 7 cents 
to 10 cents single fare, three tokens 
for 25 cents, officials of the company 
announced a program of rapid expan- 
sion of bus service for the city. J. A. 
Frates, vice-president and general man- 
ager of the company, states that fifteen 
more buses are in storage waiting the 
time when additional service and new 
lines can be operated. “It is our inten- 
tion,” said Mr. Frates, “to extend mo- 
tor bus service to every portion of the 
city which is not now served by electric 
railway or motor bus lines. The co- 
operation of the public, however, will 
be necessary to bring this about.” The 
Union Transportation Company is under 
the same ownership and management 
as the Oklahoma Union Railway, which 
operates interurban lines out of Tulsa 
to Sapulpa, Kiefer, Mounds and other 
cities. : 


‘ 


New Franchise to Be Sought 
at Richmond 


Rumors at Richmond, Va., indicate 
that the Virginia Railway & Power 
Company will seek from the City Coun- 
cil an ordinance providing for the 
unified operation of railways and buses 
early in the fall. This ordinance, it is 
expected, would take precedence over 
all previous measures regarding motor 
transportation and definitely establish 
a permanent plan of transportation 
service to virtually every section of 
the city. 

No negotiations have been reopened 
between the company and the Rich- 
mond Rapid Transit Corporation for 
the purchase of the latter’s properties 
and its privilege of operating through 
the “fan belt” of the West End, which 
is regarded as the lucrative end of the 
short haul routes. Recent action of the 
company in Norfolk is interpreted as 
indicating a willingness to buy the phys- 
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ical properties of the bus line. Com- 
petition of the two companies in the 
“fan belt” is distasteful to both. The 
problem is certain to be aired by Council. 


City and Interurban Certificates 
Sought.—The Syracuse Railway Co- 
Ordinated Bus Lines, Inc., applied to 
the Public Service Commission on Aug. 
20 for. a certificate to operate a bus 
route in the city of Syracuse and for a 
route between Syracuse and Chitten- 
ango. The proposed route to Chitten- 
ango would operate by way of the 
Geneseo turnpike and the village of 
Fayetteville. It is proposed to operate 
four round trips over the route in each 
direction daily. 

Buys Local Sightseeing Company.— 
The Toronto Transportation Commis- 
sion, Toronto, Canada, recently bought 
out the local sightseeing company of 
that city. The equipment of the com- 
pany now comprises 53 buses instead of 
40. Recently the commission started 
the Gray—Line service to supply a pop- 
ular tourist demand in the city of 
Toronto. This activity was mentioned in 
the ELECTRIC RAILWAY JOURNAL, issue 
of Aug. 15, page 259. 

New Lines in West Philadelphia.— 
The Philadelphia Rapid Transit Com- 
pany recently announced the inaugura- 
tion of two new bus lines in West 
Philadelphia, one on 63d, Street and 
the other on 56th Street. New single- 
deck, gasoline-electric buses will be 
used on both routes. The fare will be 
10 cents with 3-cent exchange privilege 
to intersecting surface lines and the 


elevated. 


Bus Line Between Milwaukee and 
Chicago.—The Chicago, North Shore & 
Milwaukee Railroad plans to start a 
bus line between Milwaukee, Wis., and 
Chicago, Ill., which will be restricted 
to interstate traffic only. According to 
an announcement by B. W. Arnold, 
manager of the bus department, two 
buses will be placed in service over 
two different routes on highways 15 
and 57 as a starter. 


Franchise to Railway Preferred.— 
The San Diego Electric Railway, San 
Diego, Cal., was granted a bus fran- 
chise on El Cajon Boulevard by the 
City Council. Members of that body, 
in granting the petition, ruled that a 
detached bus service was not to be 
compared to one that had transfer 
privileges with the entire San Diego 
street car system. The franchise was 
granted without a dissenting. vote and 
without competitive bidding. 


Value of Bus for Emergency Service 
Recognized.—Rolla Wells, receiver for 
the United Railways, St. Louis, Mo., . 
asked the Board of Public Service on 
Aug. 21 to permit. his comvany to sub- 
stitute buses whenever car service was 
interrupted by storms and accidents. 
Receiver Wells said that this service 
would not be profitable to the company, 
but that it would prove a valuable ac- 
commodation to the riding public in an 
emergency. As an instance of this he 
pointed out that a storm on Aug. 12 
blew down trees and trolley poles on 
California Avenue, interfering with 
traffic over the Tower Grove line for 
several hours. 


“upon a price. 
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Financial and Corporate 


Purchase Terms Considered 


Committees from Railway and City 
Consider Sale of Market Street 
Property, San Francisco 


‘ 


Negotiations for the purchase of the 
Market Street Railway by the city of 
San Francisco, Cal., have now reached 
the stage where representatives of the 
city and railroad are trying to agree 
So far the two com- 
mittees are far apart as to their ideas 
on price. 

Two propositions have been made to 
the city by Mason B. Starring, presi- 
dent of the Market Street Railway. 
Stated very briefly they are: 

1. That the city and company, being un- 
able to reach an agreement, the matter 
be referred to an arbitrator jointly selected 
by the city engineer and a representative 


of the company. 
2. That the California State Railroad 


Commission be requested to: evaluate the 


properties of the company on the same 
basis is it is now, at the request of the 
city, evaluating the properties of the Pa- 
cific Gas & Electric Company and the Great 
Western Power Company. 


As to value of the lines, Mr. Starring 
in a communication now on file with the 
city authorities said: 


An appraisal of the company’s property 
prepared some time ago by engineers act- 
ing for the company showed reproduction 
cost new $60,090,893 and reproduction cost 
less depreciation $52,210,195. 


In his memorandum Mr. Starring 
quoted City Engineer O’Shaughnessy 
as reporting to the Mayor and the 
Board of Supervisors Sept. 10, 1921: 


It is conservative to state that the re- 
production cost new, less depreciation of 
this property as of today, cannot be less 
than $35,000,000 and that the fair price 
which the city should pay for all of the 
properties of the company, including the 
lines in both San Francisco and San Mateo 
Counties and including both the physical 
property and the future earnings, is the 
sum of $40,000,000. 


Supervisor John A. McGregor, chair- 


.~man of a special committee named to 


work out a plan for the purchase, at a 
public meeting of his committee held in 
the Mayor’s office on Aug. 18 made 
what he termed a “progress report.” 
This said in part: 


It is three years since this committee 
was appointed by the Mayor and we have 
not as yet reacted a definite conclusion. 

We have, however, arrived at certain 
convictions. One is that the Market Street 
Railway is very efficiently and economically 
managed—more so than could be expected 
under municipal ownership. The Market 
Street Railway is not subject to political 
whims. Another factor is that city em- 
ployees always receive higher wages. 

One element that proved a great disap- 
pointment to us was the shrinking increase 
in the company’s annual receipts. In 1924 
it was from 2% to 3 per cent, while this 
year it is only one-half of 1 per cent. The 
increasing number of automobiles is one 
cause for the shrinkage, we believe. 

I will say, however, that the committee 


is unanimous in feeling that the two sys- 


tems should be unified and that there 
should be universal transfers. | : 
_Because of the approaching expiration 
of its franchises and possibility of sale to 
the city, the company has made no exten- 
sions for twenty years. ‘ 4 

We found that no reserve had been se 
up. Ownership by the city would require 
per cent of the value of 
the property for renewals, 
maintenance, 


upkeep and 


We have in our possession two set-ups, 
independently prepared, but astonishingly 
near to one another in result. 

Both. convince us that there is no possi- 
bility of the city purchasing the road out 
of surplus earnings on a 5-cent fare. The 
city engineer some time ago gave an opin- 
ion that consolidation of the two properties 
would effect such savings that the city 
would be justified in paying $40,000,000. 
That figure is preposterously high, in the 
opinion of the committee. 

Tf we take the annual revenue of the 
company, deduct $7,800,000 operating cost 
and $1,689,000 for the reserve fund there 
would remain $211,000. That miserable 
sum would be left to pay bond interest and 
redemption. 

That’s the position in which the com- 
mittee finds itself. You can’t take five from 
four. If we take over the employees of 
the company it would mean an annual 
wage increase under the city’s scale of 
$2,490,000. 

There is no question but that the Market 
Street roads are slowly deteriorating in 
value. Property worth $25,000,000 to $35,- 
000,000 cannot be kept in first-class condi- 
tion on a maintenance: of $200,000 a year. 


E. E. Troy, an expert on municipal 
ownership, pointed out at the hearing 
that in four years rights to 150 miles 
of trackage out of a total of 225 miles 
will revert to the city by reason of 
franchise expiration and that rights 
under which 12 miles of cable line are 
run- will also revert to the city under 
the same conditions, leaving the Mar- 
ket Street Railway only two entrances 
to Market Street. 


Collateral Sold at Denver 


Another step toward the reorganiza- 
tion of the company was taken on Aug. 
17 when $1,370,000 of the Denver Tram- 
way’s first and refunding sinking fund 
5 per cent bonds and 4,995 shares of the 
capital stock of the Consolidated Securi- 
ties Company were sold at auction in 
Denver, Col. The purchaser was 
the noteholders’ protective committee, 
represented by Amos C. Sudler. The 
price was $1,250,000. 

The bonds and stock auctioned were 
held by the International Trust Com- 
pany as security for $2,500,000 of 7 
per cent gold bonds issued on Feb. 15, 
1919, and due April 1, 1922. 


Peeideae Dunbar of 
P. R. T. a Detroit 
United Receiver 


An order extending the present 
receivership of the Detroit United 
Railway, Detroit, Mich., to cover 
a foreclosure proceeding recently 
instituted by the Central Union 
Trust Company, New York, has 
been signed by Federal Judge 
Charles C. Simons. 

Judge Simons also named W. C. 
Dunbar, president of the Phila- 
delphia Rapid Transit Company, 
to be co-receiver with the Security 
Trust Company, Detroit. He suc- 
ceeds J. W. Simard, Montreal, 
Que., former co-receiver, who 
resigned. 


124,566,209 Passengers in 
Chicago in July 


A total of 124,566,209 was given as 
the number of passengers carried by 
the Chicago Surface Lines in July, ac- 
cording to its July financial statement 
issued on Aug. 18. More than 68,000,- 
000 were revenue passengers at 7 cents, 
the remainder of transfer and free 
passengers making the average fare for 
each person carried 3.77 cents. 

At the same time the city of Chicago 
rendered an account for some of its 
indebtedness extending over a period of 
five years.’ It admits claims of nearly 
$1,000,000 and holds similar claims 
against the Surface Lines, with a bal- 
ance of $31,753 in the company’s favor. 

The Surface Lines admit an indebted- 
ness of $952,437 for cleaning of rights- 
of-way at the rate of $1,000 a day, 
divided among the Chicago City Rail- 
way, the Chicago Railways, the South 
Chicago & Calumet Street Railway and 
the Southern Street Railway. 

The acknowledged indebtedness of 
the city is as follows: 


Transportation for police depart- 
MEN) SINGS WO AOR ste cys « ctaa locos $457,780.74 
Transportation for finance de- 


WAWUNVOR I aletetrenceketsedercueveiavatatstecs 82,840.11 
Transportation election commis- 

SlOMELS jet.tee «ke cistcuareneie we ener A 2,582.24 
Settlement and adjustment of a 

disputed account: “<5 0. Se... a 4,614.98 
BHlectric current for operation 

and lighting of bridges...... 436,372.65 
Total indebtedness of city..... $984,190.72 

The controversial period extends 


from 1920 to Jan. 1, 1925. The detailed 
figures of the Surface Lines monthly 
report follow: 


PASSENGERS CARRIED BY CHICAGO 
SURFACE LINES JULY, 1925 


Revenue passengerS .......0--. 68,243,121 
Transfer passengers . 52,135,493 
4,187,595 


Free passengers 


Total PASSENLELS) aidepawbetsreus’aree 124,566,209 
Average fare per passenger includ- 
ing free and transfer ......... 3.77 cents 


WAGES PAID FOR JULY, 1925 


PANIIT S! Wale CS tats olaita tale taleretionete us $1,743,228 
Otherrwaees: sqs sr cetsie mise erste De 
Total operating wages......... $2,436,764 
Wages for capital and renewal 
Wy OTS Doras Sate thenaas aved ierisiebial Gen etatle 237,717 
Total Of "all “wares! ten aetats = eteka $2,674,482 


EARNINGS AND EXPENSES OF CHI- 
CAGO SURFACE LINES JULY, 1925 


Earnings: 
Parpenecn ears (Including M. 


oe UNS aera eianlios Caliah, SraceGal ave $4,693,408 
(Qh meV A yrs Lee uote. OIL ORS a.0 thie 59,948 
Gross! CALNINE Suite srs, oe, eins wisely $4,753,356 
Per Cent of 
Expenses: Gross 
Way and structures and 
equipment .......-:. 1.26 535,397 
IROMEGWallS® Gane tare le larch 8.00 380,268 
PIOWMOre Ns Scere) tinya anette act 6.35 301,624 
Conducting transporta- 
TOR. rechutmrya Sica crersta ee 2.26 2,008,952 
Damages, general and 
miscellaneous =....... 7.23 343,911 
FRAO Sine. olavardiatn ety a oye. sraie 5.79 275,000 
Total operating ex- 
DCHSOSPeicebom ae tee 80.89 $3,845,153 
RGSIGUS FVECCIDIAAS > n,aielohenene. ain tia) siskerals 908,203 
Less: Joint account expenses ...... 10,000 
z $898,203 
5 per cent interest on purchase 
POVECC erates weorete cinta acl onnoodnarciccnn 693,844 
_Divisiblennecedpts 1. ..o5..6 ena evass Sieraerere $204,358 
City’s—55 per cent ........0088 $112,397 
Companies’—45 per cent ...... LR 
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Valuation Report at Kansas City 
with Printer 


A valuation of the property of the 
Kansas City Railways, Kansas City, 
Mo., compiled by Prof. Henry Earle 
Riggs, dean of the school of engineer- 
ing, University of Michigan, has been 
sent to the printer. The report will be 
submitted to Judge Kimbrough Stone 
before Sept. 15. 

The report will be in two parts, one 
dealing with the various items of stock 
and rolling equipment and the other a 
summary of conclusions. The first part 
will be contained in 150 pages, while 
3,500 pages will be ‘devoted to the 
latter. 


Traffic Holding Up Well 
in Washington 


Electric railway traffic in the Dis- 
trict of Columbia continued to fall off 
during the first six months of the cur- 
rent year, although at a diminished 
rate. The Capital Traction Company 
carried 43,686,857 passengers as com- 
pared with 44,324,525 the year before, 
a decrease of 1.4 per cent. But the 
1924 decrease from the similar period 
in 1923 was 5.2 per cent. Similarly, the 
Washington Railway & Electric Com- 
pany carried 50,535,557, as against 
50,811,439, the first six months of 1924, 
a decrease of half of 1 per cent. The 
1924 decrease from the previous year 
was 6.38 per cent. Passengers carried 
on the buses of the Washington Rapid 
Transit Company numbered 2,642,546, 
an increase of 21.82 per cent over the 
first six months of 1924. 


Gary Roads Now Merged 
Under New Name 


Announcement has been made of the 
change in name of the Gary Street 
Railway, Gary, Ind., to Gary Railways. 
The change in name was made co- 
incident with the formal merger of the 
properties of the Gary & Valparaiso 
Railway, Gary Connecting Railroad and 
Gary & Hobart Traction Company with 
that of the Gary Company. 

The Gary Railways is one of the 
subsidiaries of the Midland Utilities 
Company, of which Samuel Insull is 
president. It serves the city of Gary 
and suburban territory. Local trans- 
portation service is furnished in the 
city of Gary and portions of East Chi- 
cago and Hammond and lines are oper- 
ated connecting Gary with Valparaiso 
and Hobart. The combined population 
of the territory served is 195,000. 


Changes in Southeastern Power 
Capitalization 


" 

The Southeastern Power & Light 
Company, Birmingham, Ala., has called 
a meeting of stockholders for Sept. 22, 
to authorize an increase in the number 
of shares of common stock to be issued 
from 600,000 no par shares, divided into 
100,000 shares of preferred stock and 
500,000 shares of common stock, to 
3,600,000, divided into 100,000 shares 
of preferred stock and 3,500,000 shares 
of common. 

Stockholders will also be asked to 

. consent to the consolidation and merger 


of the company with the Southern 
Power Securities Corporation, all of the 
capital stock of which the Southeastern 
now owns. To facilitate the acquisition 
by the Southeastern of properties in 
Mobile, Pensacola, Meridian, Hatties- 
burg, Gulfport, etc., the securties of and 
contracts for most of the companies 
involved were vested in the Southern 
Power Securities Corporation, and it is 
now desirable to transfer the assets of 
the Southern Power Securities Corpora- 
tion to Southeastern. 

A meeting of the Alabama Traction, 
Light & Power Company bondholders 
will also be called to act on the plan 
for converting the $13,668,900 principal 
amount of Alabama Traction, Light & 
Power first mortgage 5 per cent gold 
bonds into Southeastern Power & Light 
6 per cent gold debentures, due Sept. 1, 
2025, each $1,000 debenture to carry 
twenty warrants to purchase the 
split-up Southeastern common at $50 a 
share. 


Bus Substitution Reported 
in Columbia 


Telegraphic advices from Columbia, 
S. C., received Friday afternoon, Aug. 
28, indicate the formation of a $100,000 
bus company to take over operation of 
the railway properties of the Columbia 
Railway, Gas & Electric Company. It 
is said that the purpose is later to re- 
place the street cars entirely with 
buses. The Columbia property is op- 
erated under the management of W. S. 
Barstow Management Association 
New York. Officers of that company 
said they were not informed about any 
of the details. 

There have been no differences be- 
tween the management and the city 
although in the spring of 1922 electric 
railway services was shut down for sev- 
eral weeks by a strike over the question 
of the right of discharge. This suspen- 
sion was described in the ELECTRIC 
RAILWAY JOURNAL, issue of March 18, 
page 483. The Columbia property con- 
sists of 32 miles of line operated at a 
cash fare of 7 cents with 3 cents for 
transfer. 


Suit for Rental Entered 
at Washington 


The Washington. Railway & Electric 
Company, Washington, D. C€., which 
owns the trackage over which the cars 
of the Washington, Baltimore & Annap- 
olis Electric Railroad enter and travel 
in Washington, D. C., has filed suit 
against the latter in the District Su- 
preme Court to recover $275,000, which 
is alleged to be due under an agree- 
ment dated April 15, 1907. 

The interurban line is obliged to pay 
the Washington Railway & Electric 
Company so much per passenger in 
addition to the salaries of policemen 
and for the hauling of freight and bag- 
gage, according to the bill. The bill 
includes interest from 1917 and is prin- 
cipally concerned with the alleged non- 
payment by the defendant line for use 
of the plaintiff’s right-of-way, which 
formerly extended to the Treasury, but 
which now extends only to the terminal 
at Twelfth Street and New York Ave- 
nue, Northwest. 


Another Warning Against 
Speculation in Utility Issues 


Herbert A. Wagner, president of the 
Consolidated Gas, Electric Light & 
Power Company, Baltimore, Md., has 
issued a warning against speculation in 
stocks of utility companies, similar to 
that recently sounded by Samuel Insull, 
president of the Commonwealth Edison 
Company, Chicago. Mr. Wagner said 
in part: 


The sensational rise in the market prices 
ef many electric and gas utility stocks 
suggests a warning which should cause con- 
servative investors, and particularly those 
who are less experienced, to give more con- 
sideration to the fundamental character- 
istics of utility issues and of the conditions ~ 
under which such utilities are forced to 
operate. 

The regulation of public utility earnings 
has reached a basis where such utilities 
cannot expect to earn more than 8 per cent 
return on the values of their properties, 
and the regulation of security’ issues is 
tending rapidly to place the issues on a 
close parity with the actual property values. 
Earnings materially in excess of those 
allowed must inevitably be, and have been, 
followed by rate reductions. 

The stocks of sound public utilities are 
good investment stocks. But from their 
very naturéxas to stability and limitations 
asto dividends they should sell as invest- 
ment stocks and not as speculative stocks. 
Good and well seasoned utility stocks may 
reasonably sell on a 6 per cent basis. A 
stock paying 8 per cent dividends would in 
such case sell at approximately $133 per 
share. 

In considering no par utility stocks the 
same fundamental conditions exist and the 
sain’ controlling factors and limitations 
apply. 


Special Washington Dividend 
Explained 


Holders of common stock of the 
Washington Railway & Electric Com- 
pany, Washington, D. C., were paid $20 
a share on their holdings on July 1. 
The payment totaled $1,300,000. It 
assumed the aspect of a back dividend 
at the rate of 5 per cent per annum for 
the four years from 1919 to 1923, when 
earnings of the utility were at a mini- 
mum, necessitating passing of dis- 
bursements on the common issue. 

The directors were convinced that the 
payment of the special dividend to com- 
mon stock holders was, under the cir- 
cumstances, the only fair thing to do. 
Common stock holders went without any 
dividends for a period of four years, 
due largely to the reduction in rates 
made by the commission upon a theory 
of valuation which was later decided by 
the courts to be in error, and the court 
in its decree of Dec. 31, 1924, deter- 
mined that substantial justice would be 
done by dividing the impounded: fund 
equally between the consumers and the | 
company. The company reserved for 
its general corporate purposes more 
than one-half of its share of the im- 
pounded fund. 

The total of the impounded fund of 
the Potomac Electric Company was 
$6,388,445, of which $500,000 was, by 
order of the court, set aside for the © 
purposes of paying federal and district - 
taxes, leaving $5,888,445 to be divided 
equally between the consumers and the 
company. Distribution to consumers 
began on, July 1, on which date more 
than $1,000,000 was returned to the 
consumers and the balance of about 
$2,000,000 will be paid as fast as claims 
are proved. 

Out of the compangia share of $2,- 
944,222 the sum of $1,300,000 was 
ordered paid to common stock holders as 
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a special dividend to compensate them 
at the usual rate for the period during 
which dividends were suspended, leav- 
ing a balance of $1,644,222 for the gen- 
eral purposes of the company. 


Slight Decrease in Net in July 
in Brooklyn 
The Brooklyn- Manhattan Transit 
system and affiliated companies report 
earnings and expenses for July as 
follows: 


1925 1924 
Operating revenues...$3,824,179 $38,718,898 
Operating expenses .. 2,511,701 2,400,186 
: Net revenue ...... $1,312,477 $1,318,711 
PEREGO Ay cet vtaxe mi aioe ay Ss 262,206 253,071 
Operating -income. .$1,050,271 $1,065,640 
Net non-operating in- 
REUTAAG Stee sas merce! 99.431 87,148 
Gross income ..... $1,149,702 $1,152,788 
Income deductions .. 653,154 645,629 
Net income........ $496,548 $507,159 


Surplus Lower in Portland, Ore. 
The following table shows the 
results of operation by the Portland 
Electric Power Company, Portland, 
Ore., for the years 1924 and 1923: 


INCOME STATEMENT OF THE PORTLAND 
ELECTRIC POWER COMPANY 


1924 1923 
Gross earnings.......... $10,841,617 $10,825,380 
Operating expenses...... $5,434,454 $5,538,954 
PoC ee gL 2 alls Se ees 993,704 1,003,877 
Total operating expenses : 
and $akes ues st see: $6,428,158 $6,542,831 
Grossincome...........- $4,413,459 $4,282,549 
Wnteresyy ee Pee sates $2,247,598 $2,066,824 
Bridgerentals........... "103,477 108,176 
Total interest and rentals $2,351,075 $2,175,000 
WNetimoome@n erste ce son: $2,062,384 $2,107,549 
Dividends on stock— 
Prior preference (7 per 
cent cumulative).... $325,875 $205,001 
First preferred (6 per 
cent cumulative) .... 375,000 375,000 
First preferred (7.2 per 
cent cumulative).... DOH Bed genetics tes 
Second preferred (non- 
cumulative)...:..... 300,000 75,000 
AIANGOs mere ns ees $1,055,978 $1,402,548 
Depreciation............ 17,386 717,386 
RESO TCO 2S SAN ncaa $338,592 $735,162 


Capital Stock Increase Sought.—The 
Columbus Electric & Power Company, 
Columbus, Ga., recently filed a‘ petition 
with the Secretary of State seeking an 
amendment to its charter so that the 
eapital stock can be increased from 
$4,928,800 to $7,250,000. At the same 
time a petition has been filed with the 
Public Service Commission to issue 
$2,321,300 in capital stock. 

All Montreal Payments to City Now 
Met.—A check for $214,141 has been 


_ sent to the city by the Montreal Tram- 


ways, Montreal, Que. The payment 
comprises the $125,000 quarterly sum 
on franchise rental to which the city is 
entitled by the terms of the contract, 
plus arrears carried over from previous 
quarters. About a year ago the tram- 
way was almost $1,000,000 behind in 
its payments of this kind. Then a 
start was made on the arrears, the 
quarterly payments at the same time 
being kept up to date, and now the 


entire debt has been liquidated as of 
June 30, 1925. The payment reaches 
the city in virtue of the contract provi- 
sion requiring the Montreal Tramways 
to pay $500,000 annually; under the 
former contract the city received a per- 
centage on the tramways receipts. 

Discontinuance Sought.—The Bloom- 
ington, Pontiac & Joliet Railway, or- 
ganized in 1903 to serve Pontiac, Odell 
and Dwight, Ill., has filed a petition 
with the Illinois Commerce Commis- 
sion to discontinue its service and junk 
its line. The company had planned to 
extend its lines to Bloomington and 
Joliet, connecting with the Illinois Trac- 
tion System, but financial reverses 
caused the abandonment of this plan. 
From 1918 to 1924 the road showed an 
operating loss of $211,136. 

Abandonment Sought.—The Central 
Illinois Traction Company has applied 
to the City Commission for permission 
to tear out the tracks and abandon its 
railway service in Paris, Ill. The serv- 
ice was commenced 30 years ago and 
proved very profitable. Of late the 
competition of automobiles and bus 
lines has reduced the daily business to 
a point where the line is operated at a 
loss. Paris has a population of 7,985. 

Another Appraisal to Be Made.—A 
resolution has been passed by the City 
Council. of Seattle, Wash., providing 
for another appraisal of the Seattle 
& Rainier Valley Railway for the an- 
nounced purpose of attempting to prove 
to the public that the city’s offer of 
$1,200,000 made for the road was not 
exorbitant. As stipulated in the reso- 
lution, the Council will select one ap- 
praiser, the company one and these two 
a third. The Council will select its 
representative from among three indi- 
viduals whom it will ask the Seattle 
chapter of the American Association of 
Engineers to recommend. The com- 
pany will be represented by one of its 
own accountants. The company has 
agreed to join with the city in the ap- 
pointment of appraisers and in bearing 
the expense of the appraisal, believing 
that the bondholders of the company 
would feel they had a voice in the mat- 
ter if a representative of the. company 
had a part in the price setting. The 
company has asked the Council to ex- 
tend the time in which it is expected to 
reply to the city’s offer. That time was 
set originally for Sept. 1. 


Slight Increase in Net Income.—For 
the month of July, 1925, the Brooklyn 
City Railroad, Brooklyn, N. Y., had a 
passenger revenue of $924,465, against 
$936,251 for a similar month of the 
year previous. Operating expenses and 
taxes fell off from $814,122 in July, 
1924, to $785,792 in July of the present 
year. After the consideration of income 
deductions there was a net corporate 
income in 1925 of $117,995. In July, 
1924, the net corporate income was 
$116,121. 


Quick Hearing Promised.—In federal 
court Judge Herbert A. Dancer of Du- 
luth, master in chancery, approved the 
contention of the Minneapolis Street 
Railway, Minneapolis, Minn., that it is 
entitled to an immediate and quick 
hearing in the valuation proceedings 
preparatory to the establishment by the 
federal court of a fair permanent rate 


of fare based on the investment. The 
master also decided to hear the Minne- 
apolis Street Railway and the St. Paul 
City Railway cases separately, which 
defers the hearing for the latter road. 
The date is set for some time between 
Sept. 28 and Oct. 5. However, it is 
possible that the St. Paul case will 
come on first. 

Advertising Contract Swells Receipts. 
—The total revenue of the Interborough 
Rapid Transit Company, New York, 
N. Y., for the month of July was $5,- 
259,212, or an increase of $833,074 over 
July a year ago. This was largely due 
to the fact that the company received 
in the first part of July, 1925, a cash 
payment of $770,000 as part of the 
consideration for the new advertising 
contract which becomes effective on 
Nov. 1. Under the prescribed system 
of accounting, this entire payment of 
$770,000 necessarily was credited to 
earnings for the month in which re- 
ceive and appears as an increase in 
revenue as compared with July of last 
year, during which month there was no 
similar payment. Disregarding this 
item, the normal operations for the 
month showed an increase in total rev- 
enue of $63,074. The allowances for 
operating expenses, taxes and rentals 
paid to the city on the old subway in- 
creased $233,859. After allowing for 
all charges, there was a balance for the 
month of $252,855, an increase of $569,- 
580, over the month of July, 1924, due 
to the payment of $770,000 above men- 
tioned. : 

Abandonment Petition to Be Re- 
newed.—The officers of the Chautauqua 
Company have announced that the com- 
pany will renew its application to 
abandon its Mayville-Westfield, N. Y., 
electric line at the close of the Chau- 
tauqua resort season. 

Action on Valuation Proceedings 
Delayed.— The City Commission of 
Fresno, Cal., postponed action until 
Sept. 15 on a move made by the Fresno 
Traction Company to make possible the 
reopening of hearings on the valuation 
of the traction company’s properties in 
Fresno. The postponement was agreed 
upon by the commissioners and O. L. 
Everts, attorney for the traction com- 
pany. Mr. Everts requested that the 
commission instruct the city attorney 
to enter into an agreement with the 
traction company’s attorneys whereby 
either the city or the company might 
at any time petition the Railroad Com- 
mission for reopening the question. 

Deficit in Youngstown in June.—The 
Youngstown’ Municipal Railway, 
Youngstown, Ohio, reports a deficit of 
$12,976 for June. The usual decline in 
passengers carried during the summer 
is given as an important factor in re- 
ducing the revenue. Total revenue, in- 
cluding that of buses, was $160,717. 

Lines Purchased.—Trolley lines run- 
ning from Yardley to New Hope and 
Newton, Pa., were recently purchased 
from the New Jersey & Pennsylvania 
Traction Company, Trenton, N. J., by 
a dealer in second-hand equipment. The 
franchise carries with it the private 
right-of-way and equipment of the two 
lines, which are approximately 15 miles 
long. It is said about $50,000 was in- 
volved in the deal. 
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Victor Topping Conducts Survey 
for Yale 


Victor Topping, engineer and econo- 
mist, is at present conducting a nation- 
wide transportation survey for Yale 
University, New Haven. Its purpose 
is to determine what program of gradu- 
ate studies in transportation at Yale is 
best adapted to the needs of the coun- 
try and to the personnel and facilities 
at the university’s command. It is be- 
ing conducted under the general direc- 
tion of a committee of the Yale faculty, 
consisting of Winthrop M. Daniels, pro- 
fessor of transportation; Charles J. 
Tilden, professor of engineering me- 
chanics, and Samuel W. Dudley, pro- 
fessor of mechanical engineering. 

This survey embraces both the engi- 
neering and economic aspects of trans- 
portation of all kinds, whether railway 
(both steam and electric), waterway, 
highway or airway. The opinions of 
practical transportation men are being 
sought as to the subjects for instruction 
in any branch of this field, what the 
major transportation problems are and 
how they are being tackled by various 
bodies. In this way it is hoped to lay 
down for Yale a plan under the Strath- 
cona bequest which shall not needlessly 
duplicate work of a high grade per- 
formed elsewhere but be productive of 
the maximum utility in general. The 
work entails considerable travel to ob- 
tain first hand information. Up to the 
present time the East and the Middle 
West as far as Iowa have been covered. 

To this work Mr. Topping brings a 
wealth of experience as both engineer 
and economist. From the age of six- 
teen, when he joined the engineering 
staff of the Canadian Pacific Railway, 
up to last year he was actively engaged 
in engineering enterprises. From 1914 
to 1917 Mr. Topping was resident engi- 
neer on the western section of the 
Toronto Harbor Commission’s develop- 
ments. At the same time he pursued 
the course in civil engineering at the 
University of Toronto. In 1915 the 
Toronto Harbor Commission loaned him 
to the Civic Transportation Committee 
of Toronto, a body formed to determine 
what the needs of Toronto in the mat- 
ter of urban transportation were, to 
make certain basic economic studies, 
such as the probable growth and distri- 
bution of population and of the riding 
habit during the ensuing decades. Dur- 
ing the war, he served in the British 
Royal Flying Corps and was quite 
severely injured in a flying accident. 

Following his services abroad during 
the war, he returned to Canada in 1922 
and was appointed engineer of traffic 
analysis to the Toronto Transportation 
Commission, an outgrowth of the Civic 
Transportation Committee of 1915. His 
duties there were concerned with such 
matters as adequacy of service, sched- 
ules, rerouting, extensions, develop- 
ments and town planning. During this 
period he contributed an article, “The 
Economic Fields of the Trolley Car and 


the Bus,” to the ELECTRIC RAILWAY 
JOURNAL, issue of Aug. 25, 1923. In 
1923 Mr. Topping received the degree 
of M.A. from the University of Toronto 
for economic studies in transportation 
in general and for an analysis of urban 
transportation and in 1924 the addi- 
tional degree of C.E. was conferred for 
transportation studies more engineering 
in character. 

Mr. Topping was born in England. 
He is a member of the Engineering In- 
stitute of Canada and the Association 
of Professional Engineers of the Prov- 
ince of Ontario. 


N. R. Fox at Williamsport 


N. R. Fox, for the last seven years 
chief dispatcher and assistant superin- 
tendent of the Utah Light & Traction 
Company, Salt Lake City, Utah, has 
been appointed general superintendent 
of the Williamsport Passenger Rail- 
way system at Williamsport, Pa. 

Mr. Fox went West in 1912 from 
Lima, Ohio, where he has been a train 
dispatcher for several years. His first 
position in the Rocky Mountain region 
was that of superintendent of the Boise 
Valley Traction Company, Boise, Idaho. 
In 1918 he became associated with the 
Utah Light & Traction Company in the 
capacity previously stated. 


H. R. Biery Resigns 
at Indianapolis 


Hudson R. Biery has resigned as 
assistant to the receiver of the Indi- 
anapolis & Cincinnati Traction Com- 
pany, Rushville, Ind., and will sever 
his connection with the Indiana prop- 
erty on Sept. 1. 

Mr. Biery went to Indianapolis in 
October, 1928. Previous to that he 
was purchasing agent of the Union 
Traction Company, Anderson, Ind. A 
record of his previous railway experi- 
ence was published in the ELECTRIC 
RAILwAy JOURNAL for Sept. 22, page 
469. Mr. Biery was with the I. & C. 
during the extensive rehabilitation 
carried out in 1923 and 1924. 


Fred J. Bollmeyer Succeeds 
“Ben” Ling 


Fred J. Bollmeyer, long an assistant 
to Benjamin E. Ling, director of the 
Ohio Committee on Public Utility In- 
formation, Cleveland, has succeeded Mr. 
Ling in this work. Mr. Bollmeyer had 
a wealth of experience in the news- 
paper field before becoming identified 
with Mr. Ling seventeen months ago as 
associate director. He was graduated 
from the Richmond, Ind., High School, 
and in that city became known for his 
work on the Item, for which he was a 
reporter, and later’ on the Palladium, 
of which -he was city editor. He then 
went to Ohio, where he served as as- 
sistant city editor of the Dayton 
Journal, managing editor of the Lima 


Republican-Gazette and as reporter, re- 


-write man and assistant city editor on 


the Cleveland Leader. During the war 
he served as munitions truck driver 
with the- French army, ambulance 
driver with the Italian army and act- 
ing sergeant major of the American 
camps in Winchester, England. Fol- 
lowing his work on the Chicago Tribune 
as reporter of the Paris edition, Paris 
correspondent of the International 
News Service and rewrite man on the 
Cleveland News, he entered the firm of 
Jappe & Bollmeyer, publicity counselors. 


Andrew Marshall a Boston 
Elevated Trustee 


Andrew. Marshall, Boston, widely 
known attorney, was appointed on 
Aug. 26 to the board of public trustees 
of the Boston Elevated Railway, suc- 
ceeding James F’.. Jackson, who resigned 
several weeks ago. The appointment 
was confirmed by the executive council 
under suspension of the rules. Mr. 
Marshall-was born in Boston in 1879. 
He was graduated from Dartmotth 
College in the class of 1901, and from 
Harvard Law School in 1904, He was 
formerly an assistant attorney-general 
of the Commonwealth and has been a 
conspicuous figure in the Boston Bar 
Association. The new trustee has also 
been an active figure in politics. He 
has taken part in several campaigns 
in the interest of the Republican party 
in general, and was campaign manager 
to United States Senator Frederick H. 
Gillett during the primary last year 
when Mr. Gillett defeated the late 
Louis A. Coolidge and Congressman 
Frederick W. Dallinger. Although for- 
mer Congressman Samuel L. Powers 
has been elected to serve as chairman 
of the board temporarily, it is under- 
stood Mr. Marshall will now be elected 
permanent chairman. 


Frederic E. Webster, vice-president 
and treasurer of the Massachusetts 
Northeastern Street Railway, Haver- 
hill, Mass.; secretary-treasurer and 
auditor of the Dover, Somersworth & 
Rochester Street Railway, Dover, N. H., 
and treasurer of the Portsmouth Power 
Company, has been appointed general 
auditor of the Community Power & 
Light Company, St. Louis, Mr. 
Webster is widely known in New Eng- 
land utility and accounting circles and 
has been active in association affairs. 


Sir Henry Maybury, British director 
general of roads, arrived in New York 
on Aug. 23. He is coming principally 
to study traffic conditions in New York 
State, but probably will. visit Chicago 
and Detroit before his return. He will 
spend three weeks in this country. 


George E. Waller has been appointed 
manager of the railway department of 
the Dominion Power & Transmission 
Company, Hamilton, Ont. He entered 
transportation service in 1898 as con- 
ductor and motorman with the Hamil- 
ton, Grimsby & Beamsville Electric 
Railway, Beamsville, Ont. From 1908 
to 1912 he was general freight and pas- 
senger agent with the Dominion Power 
& Transmission Company at Hamilton 


-and from 1912 until July of this year 


general superintendent of railways. 
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Manufactures and the Markets 


' 
News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


Supply of Manganese 
Ahead 


Review of Prospects for Metal Under 
Changed Conditions in Russia 
—Interesting Statistics 


Recent developments in the Russian 
- fields promise to furnish the world with 
a normal supply of manganese. A 
twenty-year mining concession has been 
granted to American interests to oper- 
ate the manganese mines in Chiaturi. 
The new organization, with the co- 
operation of large European consumers, 
proposes to consolidate the numerous 
small holdings and reorganize methods 
of production along modern lines. 


AMERICANS LARGE PURCHASERS 


According to recent reports more 
than 100,000 tons of Russian ore have 
been sold by the American concession- 
aire for shipment to the United States 
over the balance of the current year. 
Annual world requirements of man- 
ganese ore are estimated to be 1,750,- 
000 tons. More than 95 per cent of all 
manganese ore consumed in the United 
States is used by the: steel industry. 
Although the manganese deposits occur 
in some form in many parts of the 
world, it is not economical, except in 
case of emergency, to work most of 
the deposits outside of Russia, India 
and Brazil. 

Pre-war output by the three chief 
producing countries, Russia, India and 
Brazil, was somewhat over 2,000,000 
tons. The low point of production by 
these countries was reached in 1919 
with a yield of only a little more than 
850,000 tons. There has been a steady 
gain in annual output since 1922, and 
production by the three countries in 
1924, according to the best available 
estimates, was approximately 1,175,000 
tons. 

While manganese from Brazil has 
been the mainstay of the American 
steel industry for the past ten years it 


is improbable that Brazil will continue, 


to be as large a contributor as hereto- 
fore. Total exports from Brazil 
reached the peak of 524,000 tons in 
1917. In 1924 only 157,000 tons were 
exported. 


DEPOSITS GOooD FOR TWO CENTURIES 


There are many extensive manganese 
deposits in Russia. According to Com- 
merce Monthly, published by the Na- 
tional Bank of Commerce, New York, 
deposits in the district of Chiaturi, in 
the present Republic of Georgia, which 
before the war supplied three-fourths 
of the Russian output, are variously 
estimated at from 146,000,000 to 250,- 
000,000 tons as compared with reserves 
of 11,187,000 in three most important 
districts of India and reserves of 10,- 
000,000 tons in the largest active mine 
in Brazil. The manganese content of 
ordinary Caucasus ore is from 48 to 50 


per cent, which is considered high grade 
and resources of which are practically 
unlimited. At the normal rate of out- 
put the Chiaturi deposits are sufficient 
to last more than two centuries. 


Messrs. Crouse and Gibson Are 
Advanced by Westinghouse 


" John L. Crouse, formerly manager of 
the development and supply division of 
the railway sales department of the 
Westinghouse Electric & Manufactur- 
ing Company, has been appointed as- 
sistant to the manager of the railway 
department. A. B. Gibson, for the past 
six years manager of the Westinghouse 
Technical Night School, has been ap- 


' pointed to succeed Mr. Crouse as man- 


ager of the development and supply 
division. 

Mr. Crouse entered the apprentice- 
ship course of the Westinghouse com- 
pany in 1893. After completing this 
course, he served in the test and in- 
spection department for four years, and 
then became connected with the early 
field development work in connection 
with the electrifying of the Brooklyn 
Elevated Roads. He has been promi- 
nent in the development and revamping 
of the single-phase electric locomotives 
of the New York, New Haven & Hart- 
ford Railroad and at one time was 
superintendent of electric shops for this 
road. He served in the executive de- 
partment of the Westinghouse com- 
pany for three years, and has held the 
position as manager of development 
and supply division, railway sales de- 
partment, for five years. 

Mr. Gibson was graduated in 1916 
from Clarkson College, Potsdam, N. Y., 
as bachelor of science in electrical 
engineering. He came to the Westing- 
house company immediately after 
graduation and served for one year on 
the graduate student apprentice course. 
He was a sales correspondent for two 
years in the railway sales department 
before he assumed the position of man- 
ager of the Westinghouse Technical 
Night School. Mr. Gibson has been 
particularly interested in personnel 
problems. 


Fageol Deliveries Made 


Among the railway companies to 
which recent deliveries were made of 
Fageol coaches are included the follow- 
ing: Northern Ohio Traction & Light 
Company, Akron, Ohio; the Capitol Dis- 
trict Transportation Company, a sub- 
sidiary of the United Traction Com- 
pany, Albany, N. Y.; Boston Elevated 
Railway, Boston, Mass.; Eastern Massa- 
chusetts Street Railway; Indian- 
apolis & Cincinnati Traction Company, 
Indianapolis, Ind.; Mississippi Power & 
Light Company, Gulfport, Miss.; Port- 
land Electric Power Company, Port- 
land, Ore.; and the Utah-Idaho Central 
Railroad, Ogden, Utah. 


Balloons Are Being Boosted 
for Use on Buses 


Leading tire manufacturing com- 
panies in the Akron district are still 
far behind on orders for bus tires, al- 
though there has been some let-up re- 
cently in the demand for high-pressure 
pneumatics and balloon casings. With 
more railroads and electric railways 
using buses than ever before, the tire 
manufacturers are preparing to fill a 
growing demand for bus tires. So far, 
however, their present equipment has 
not been sufficient to take care of the 
greatly increased business in that de- 
partment, 

Additions are now being built by sev- 
eral of the major tire manufacturers to 
provide more equipment and space for 
bus tire operations. Although still in 
the experimental stage, the balloon tire 
has definitely entered the bus and truck 
field. Engineers of one of the big pro- 
ducers have perfected a larger bal- 
loon, designed especially for commer- 
cial car use. Exhaustive laboratory 
tests have shown conclusively, they 
state, that balloons will serve as eco- 
nomically on buses and trucks as they 
do on passenger cars. 

Now that the crude rubber situation 
has been somewhat relieved by a drop 
of 40 cents in the market within a 
month, further price advances in the 
finished product are unlikely. 


Railways Place Orders for 
White Buses 


Recent bus orders received by the 
White Company include four Model 
50-A for the White Stage Line Com- 
pany, Boston; six Model 50-A, Boston 
Elevated Railway; three Model 50-A, 
Lake Shore Motor Bus Company, 
Toronto; 23 Model 50-A, Coral Gables 
Corporation, Miami, Fla.; five Model 
50-A, Omaha & Council Bluffs Street 
Railway, Omaha; eight Model 50-A, 
Illinois Power & Light Company, 
Quincy, Ill.; four Model 50-A parlor 
cars, Pennsylvania-Ohio Electric Com- 
pany, Youngstown; four Model 50-A 
parlor cars, Interstate Transportation 
Company, Youngstown; two Model 
50-A, Lake Shore Electric Railway, 
Cleveland; and three Model 20 for the 
Dayton Street Railway. 

With the orders just placed, the Lake 
Shore Electric Railway and the Dayton 
Street Railway will start bus service, 
the former company to replace its East 


Metal, Coal and Material Prices 


Metals—New York 
Copper, electrolytic, cents per lb......... 14. 
Copper wire base, cents per lb........... 17.00 
Lead, cents per lb 9 
Zine, cents per Ib ae 
Tin, Straite, cents per Te) .joa 0 os wea ev ets. 57.50 
Bituminous Coal f.o.b. Mines 

Smokeless mine run, f.o.b. vessel, Hampton 


Roads; gross! tons ....t...2e aeahes ouaelneee $4.675 
Somerset mine run, Boston, net tons.. 1.925 
Pittsburgh mine run, Pittsburgh, net tons. 1.95 
Franklin, Tll., screenings, Chicago, net tons 1.95 
Central, Ti, screenings, Chicago, net tons eS: 
Kansas screenings, Kansas City, net tons.. 2.50 
Materials 
Rubber-covered wire, N. Y., No. 14, per 

POD O EEE ic race € sectevate wauttdatanoersre hie leiare $6.90 
Weatherproof wire base, N.Y., cents per lb. 18.50 
Cement, Chicago net prices, without ags. 2.40 


Linseed oil (5-bbl. lots), N.Y., per gal..... $1 06 
sie lead in oil ( 100-Ib. keg), 'N. Y., cents. 


Tioniane (bbl. lots), N. Y., per gal .... $1 05 


3546 


Erie Avenue street car line in Lorain, 
Ohio, with buses and the Dayton Street 
Railway to use its buses for feeders and 
extensions. 

The White Company has just com- 
pleted delivery of five Model 50-A buses 
to the Northern Ohio Traction & Light 
Company; six Model 50-A_ to the 
Montreal Tramways; ten Model 50-A 
to the New England Transportation 
Company, operated by the New York, 
New Haven & Hartford Railroad, and 
two 50-A to the Newport & Providence 
Railway. Deliveries will be completed 
at an early date on orders of 30 buses 
for the Cleveland Railway. 


Ves imine, Se Ne ec eee 2s eee 
Track and Line 


Department of Street Railways, De- 
troit, Mich., will spend $159,000 for re- 
pairs in the city of Highland Park dur- 
ing September and October. Of the 
money to be spent, $69,000 is to be used 
for a temporary pavement between car 
tracks and a 25-ft. parkway on Hamil- 
ton Avenue from Webb Avenue to the 
Six Mile road. The city must spend an- 
other $50,000 in Highland Park on 
Victor Avenue between Oakland and 
Woodward. Another $40,000 will be 
spent in Highland Park in Manchester 
Avenue, where widening operations are 
in progress and where rainstorms 
washed out the pavement. 

Tampa Electric Company, Tampa, 
Fla., plans to extend double tracks on 
the Hyde Park line from DeLeon and 
South Boulevard to South Rome Avenue. 


North Carolina Public Service Com- 
pany, Greensboro, N. C., is reconstruct- 
ing its track along North Main Street 
to the northern city limits of Salisbury 
and on out Salisbury Avenue to the 
Spencer Terminal. 

New York, N. Y.—The Board of 
Transportation has recommended to the 
Board of Estimate the award of a con- 
tract to Rodgers & Hagerty for $4,298,- 
833 for construction of a section of the 
city’s new subway system along St. 
Nicholas Avenue from 149th to 160th 
Street. This is the eleventh section of 
the Washington Heights route to be 
placed under contract for construction. 
Bids for the twelfth section will be re- 
ceived Sept. 8. This section extends 
along Eighth Avenue and Central Park 
West from 58th to 68th Street. 

Key System Transit Company, Oak- 
land, Cal., has started the work of tear- 
ing up rail on the upper road of Arling- 
ton Avenue, in Berkeley. The work 
consists of reconstruction of an equiv- 
alent of 7,950 ft. of single track. The 
estimated cost of the job is $62,130 
and includes permanent concrete paving 
with asphalt wearing surface. 

Philadelphia, Pa.—Director of City 
Transit Ehlers recently awarded two 
contracts to Patrick McGovern, Inc., 
New York, for the construction of the 
northernmost units of the Broad Street 
subway. It was found necessary to 
divide the work on the final unit and 
cover it with two contracts because 
there is only $8,000,000 available for 
subway construction until the $18,000,- 
000 provided for subways in the elec- 
toral loan is confirmed by the voters 
at the September primary. The Mc- 
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Govern bid for the construction of the 
entire unit was $11,498,032. 

Knoxville Power & Light Company, 
Knoxville, Tenn., will appropriate $20,- 
000 to the viaduct fund for the purpose 
of making the structure comply with 
specifications necessary to the operation 
of street cars. The company expects 
to build a double track across the struc- 
ture connecting with its present track 
on Broadway. The decision to use the 
Broadway viaduct as a highway for 
street cars was recently announced by 
City Manager Brownlow. 

Southern Public Utilities Company, 
Charlotte, N. C., has rebuilt and re- 
paved the section on Hawthorne Lane 
from Elizabeth Avenue to Seventh 
Street. 


Power Houses, Shops and 
Buildings 


Columbus, Delaware & Marion Elec- 
tric Company, Columbus, Ohio, is dis- 
mantling its old power plant at Marion, 
Ohio. It will hereafter receive its elec- 
trical power from the Scioto, Ohio, 
plant of the company. 

Fort Dodge, Des Moines & Southern 
Railroad, Boone, Iowa, has announced 
that it will immediately rebuild its in- 
terurban depot and transformer plant 
at Ankenny, Iowa, burned recently with 
a loss of $40,000. 

Northern Ohio Traction & Light 
Company, Akron, Ohio, is planning to 
put eight of its interurban substations 
under automatic control during the 
next few months. The project will cost 
$150,000. Only two of the company’s 
interurban substations are now auto- 


matic. They are located at Beech City 
and Midvale, both on the Canton- 
Uhrichsville _ line. Stations to be 


equipped with automatic control include 
Macedonia, Silver Lake, Dover, Mas- 
sillon, Newton Falls, Ravenna and two 
stations between Akron and Canton. 
Work of changing over these stations 
will begin within the next few weeks. 


Lake Skore Electric Railway, Cleve- 
land, Ohio, suffered damage to the 
amount of $250,000 at its power plant at 
Avon, Ohio, on Aug. 23, when the ex- 
plosion of a generator resulted in a fire 
which razed the plant. Interurban cars 
of the company were tied up throughout 
the night. 


Public Service Corporation, Newark, 
N. J., has bought the Newark property 
of the Autocar Company of Ardmore, 
Pa., for a garage. Autocar will remove 
the reconditioning part of its business 
to Ardmore. Involved in the transac- 
tion is the sub-rental to the Autocar 
Company for a term of years, a portion 
of the structure for a salesroom and 
service department. The building 
covers the entire block bounded by 
Freylinghuysen Avenue, Sherman Ay- 
enue, Runyon and Concord Streets, has 
an area of almost 85,000 sq.ft. and was 
erected by the Autocar Company three 
or four years ago on land sold by the 
Fiedler Corporation for John C. Eisele. 
The Public Service Corporation, which 
will take possession of the building in 
September, will occupy the major part 
of it for its bus station. \ 


Vol. 66, No. 9 


Trade Note 


Universal Portland Cement Company, 
Chicago, Ill., has announced the names 
of new officers to fill the vacancy caused 
by the recent death of T. J. Hyman, 
former secretary and treasurer. E. B. 
Harkness was elected secretary, A. W. 
Carlisle was elected treasurer and O. N. 
Lindahl was appointed assistant secre- 
tary. This office he will occupy in 
addition to that of auditor. © 


Haynes Stellite Company, New York, 
which manufactures “Stellite’ metal 
cutting tools and other articles of these 
high speed, rust and corrosion resist- 
ing alloys, has completed concentration 
of the company’s activities at its plant 
at Kokomo, Ind. All service in connec- 
tion with the company’s products will 
hereafter be extended direct from the 
plant. Headquarters for administration, 
sales and engineering activities will be 
at Kokomo, these being conducted 
under the direction of C. G. Chisholm, 
general manager. 


Auto Body Company, Lansing, Mich., 
reports many repeat orders. The De- 
troit Motorbus Company has just closed 
two new contracts with the Auto Body 
Company, one for fifteen bodies and an- 
other for 40 bodies, following one 
placed in April for eighteen bodies. 
W. F. Evans, president of the Detroit 
Company, records himself as highly 
pleased with the general style and sta- 
bility of these bodies. The Auto Body 
Company designs and manufactures 
motor coach and bus bodies, open and 
inclosed, in quantities. 

Linde Air Products Company, New 
York, N. Y., manufacturer and distrib- 
utor of oxygen for welding and cutting, 
announces that its district sales office 
at Seattle is now located at 421 Rail- 
way Exchange Building, 619 Second 
Avenue, Seattle, Washington. O. H. 
Davenport is district sales manager. 


—_——— 
New Advertising Literature 


P. E. Chapman Electrical Works, St. 
Louis, Mo., has issued Bulletin 101, en- 
titled “Armature and Field Coil Taping 
Machines.” 


Westinghouse Electric & Manufactur- 
ing Company, East Pittsburgh, Pa., has 
issued a new leaflet describing its man- 
ually and electrically operated oil cir- 
cuit breakers, types D, F-1, F-2 and 
F-3. Copies of this leaflet, L 20253, 
can be obtained from the Westinghouse 
Electric & Manufacturing Company at 
East Pittsburgh or from any of the 
company’s district offices. 


International Motor Company, New 
York, N. Y., has issued a new and en- 
larged edition of catalog No. 93, on | 
Mack buses. The latest edition of this ~ 
catalog, containing 56 pages, describes - 
in detail the various models, of Mack 
buses, the 25 and 29-passenger city 
types and the 25-passenger parlor car, 
as well as all parts, chassis and engine. 
Copies of this catalog may be had upon 
request direct to the general office, 25 
Broadway, New York City, or by apply- 
ing to the nearest one of the Mack 
branches. 


